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GOODS FOR EXPORT 
The fact that goods made of raw materials in short supply 
wing to war conditions are advertised in this paper should not 
be taken as indicating that they are available for export 


NOTICE TO SUBSCRIBERS 
Consequent on the paper rationing, new subscribers cannot be 
accepted until further notice. Any applications will be put on 
awaiting list and will be dealt with in rotation in replacement 
f subscribers who do not renew their subscriptions 


‘THE RAILWAY GAZETTE ’”’ OVERSEAS 
vemind our readers that there are many overseas 
es to which it is not permissible for private individuals to 
send printed journals and newspapers. THE RaILWAy GAZETTE 
possesses the necessary permit and facilities for such dispatch. 

We would emphasise that copies addressed to places in Great 
jnitain should not be re-directed to places overseas 


POSTING 
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yunty 


TO CALLERS AND TELEPHONERS 

Until further notice our office hours are : 
Mondays to Fridays 9.30 a.m. till 5 p.m 
The office is closed on Saturdays 


ANSWERS TO ENQUIRIES 
By reason of staff shortage due to enlistment, we regret that 
tis no longer possible for us to answer enquiries involving 
research, or to supply dates when articles appeared in back 
numbers, either by telephone or by letter 





ERRORS, PAPER, AND PRINTING 


Owing to shortage of staff and altered printing arrangements 
lue to the war, and less time available for proof reading, we 
ask our readers’ indulgence for typographical and other errors 
they may observe from time to time, also for poorer paper and 
printing compared with pre-war standards 
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Colonel E. Gore-Browne on Electrification Progress 
LECTRIFICATION was dealt with at some length by Colonel 
Eric Gore-Browne, Chairman of the Southern Railway Com- 
pany, at the annual meeting on March 9. Already 720 route miles 
of the system are equipped for electric traction and over 60 per 
cent. of the total passenger train miles are operated electrically; 
Colonel Gore-Browne told stockholders that further electrification 
developments are being examined closely. Although more electric 
than steam trains can be run in off-peak hours at much less cost, 
away from London the prospects of additional revenue from that 
source lessen, and he explained that economy in operation would 
have to be the deciding factor in electrification schemes. The 
placing in regular freight service last June of the first of the 
company’s electric locomotives, which to the end of the year 
had run 40,000 miles, offers the hope of electrification extension 
under conditions which would allow maximum use of the fixed 
equipment. Other points referred to by Colonel Gore-Browne 
were the provision, after the war, of better rolling stock and 
faster services; experience of wartime developments in marine 
engineering practice; and the fact that consideration is being 
given to the design of future vessels. Discussions are proceeding 
with the G.W.R. on the post-war operation of the Channel 
Island routes. He challenged advocates of nationalisation to 
show how the railways had failed to meet public needs in peace 
or war, and looked forward to the transport industry achieving 
an organisation which would obviate irresponsible competition, 
yet allow freedom of choice for the transport user. 


Uneconomic Canals 


At the L.M.S.R. annual meeting, which was reported in our 
last week’s issue, Lord Royden explained railway policy with 
respect to canals. He refuted allegations that the railways had 
bought the canals in order to close therm, and said that the 
fact was that in most cases the railways had been compelled 
by Parliament to acquire the canals and maintain them, an 
obligation which has cost them a large sum of money annually: 
[he Civil Appropriation Accounts for 1942, recently presented to 
Parliament, show that it is not only railway canals which run 
it a loss. For the year ended March 1, 1943, £35,576 was 
spent on the Caledonian Canal, as against receipts of £7,902, the 
bare operating cost was £14,190, or about double the total receipts. 
The excess of payments over receipts was £27,673, and a grant 
of £23,500 was made; expenditure exceeded the amount by 
£10,698. In the case of the Crinan Canal, receipts totalled 
£4,832, and the excess of payments over receipts was £10,351. 
In this case the grant was £11,000, and expenditure exceeded it 
by £3,468. 


Mersey Railway Company 

The dividend of 223 per cent. for the year 1943 on the 
£1,412,263 of ordinary stock repeats the distribution for 1942, 
which was the best in the history of this company. Opened on 
February 1, 1886, to connect Liverpool with Birkenhead, the 
Mersey Railway was never a financial success under steam 
operation and a receivership became necessary. This came to 
an end in August, 1901, when, in consequence of a re-arrange- 
ment of capital under the Mersey Railway Act of 1900, it 
became possible to contract for the electrification of the system. 
From May 3, 1903, onwards the railway has been electrically 
operated throughout, and is thus one of the pioneers of electrifica- 
tion in this country. The change has been entirely beneficial 
both to the travelling public and the stockholders and is reflected 
in the distribution since 1923 of the full dividend on the 3 per 
cent. perpetual preference stock and the regular payment for 
1927 and onwards of dividends on the ordinary stock, which had 
previously received nothing. Increased receipts have accrued 
to the company by the inauguration on March 14, 1938, of the 
through service of electric trains between Liverpool and the 
Wirral Section of the L.M.S.R. Before the war the. best ordinary 
dividend was the 1} per cent. paid for the year 1938. Subsequent 
dividends have been 1% per cent. for 1939, 13 per cent. for 1940, 
2 per cent. for 1941, and 23 per cent. for 1942 and 1943. 


The Late Mr. R. E. L. 


Mr. R. E. L. Maunsell, whose death occurred on March 7, 
had a long and particularly distinguished record as a locomotive 
engineer. He was Chief Mechanical Engineer of the Southern 
Railway from 1923 to 1937, and before 1923 had held similar 
positions with the South Eastern & Chatham Railway 
and (still earlier) with the Great Southern & Western Railway. 
A man of very definite opinions on matters affecting locomotive 
design, he left his mark on the locomotive stock of the Southern 
Railway, to which he added several notable types. Although 


Maunsell 
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his ‘‘ Lord Nelson ’’ 4-6-0 class with four cranks at 135 deg. 
may be regarded by many as his most outstanding achievement, 
it must be remembered that it was under his direction that the 
4-4-0 type reached its culminating point in this country with 
the appearance of the three-cylinder ‘‘ Schools,’’ which have 
innumerable superb performances to their credit. In his other 
engines, for mixed traffic and freight work, Mr Maunsell 
followed more conventional lines, though he was always ready 
to try out new ideas, among which may be mentioned the 
pulverised fuel equipment, and the novel forms of valve gear— 
one for a conjugated valve motion for three-cylinder engines, 
and the other a new valve gear patented by Mr. Marshall— 
which were applied to some of his 2-6-0 engines. He took a 
keen interest in matters affecting the training of young engineers, 
which he showed in a practical way by his work on the Educa- 
tion Committee of the Institution of Mechanical Engineers, and 
in other directions. His last public appearance was at the 
Dover centenary celebrations on February 7. 


sas a= 

Overseas Railway Traffics 

Stocks ef the British-owned railways in Argentina have been 
iffected adversely by the uncertainties of the political situation 
ind their prices have remained dull. The fact that the 35th week 
of the present financial year was Carnival week and compared 
with an ordinary week in 1943 had some effect on traffics, but 
those for the 35th and 36th weeks together were on the whole 
good. For the two weeks the increases were :—Central Argentine 
£38,472, Buenos Ayres Great Southern £23,640, Buenos Ayres & 
Pacific £13,260, Entre Rios £8,796, and Argentine North Eastern 
£7,152. On the Central Uruguay there has been a fall of £19,796 
in receipts in the past fortnight, but its aggregate to date is 
still £228,152 up. The Great Western of Brazil maintains its 
good traffics, and its total of £218,000 for the first ten weeks of 
1944 shows an advarice of £57,300. For February, 1944, the 
Taltal has an increase of £2,065, and its total traffics for the 35 
weeks of the financial year amount to £45,270, an improvement 
of £8,359. 


No.of Weekly Inc. or Aggregate’ inc. or 
week traffics dec. traffic dec. 


é £ é 
Buenos Ayres & Pacific* .. 36th 126,060 + 7,860 3,641,040 170,400 
Buenos Ayres Great Southern* 36th 221,820 + 10,800 6,333,960 + 587,700 
Buenos Ayres Western* .. 36th 59,760 + 120 1,963,980 +- 32,520 
Central Argentine*... ... 36th 178,620 + 35,724 5,267,916 + 513,189 
Canadian Pacific ; we 9th 1,504,600 + 249,800 9,545,600 + 1,693,400 


* Pesos converted at 164% to £ 


Gross earnings of the Canadian Pacific Railway in January, 1944, 
amounted to £4,787,200, an increase of £1,001,600 in com- 
parison with January, 1943, and the net earnings of £567,800 
showed an improvement of £119,600. 


Midland Bank to Assist Post-War Enterprise 


In his speech to shareholders of the Midland Bank Limited at 
the annual meeting last January, Mr. Stanley Christopherson, 
the Chairman, announced the appointment within the bank of a 
committee on post-war business problems, and stated that the 
directors were earnestly studying possibilities of so improving or 
widening the bank service as to furnish the fullest possible sup- 
port for promising enterprises under good auspices. He added 
that support would be based as much on the character, integrity, 
ind business capacity of the borrower, as on the extent and 
nature of his own material resources. Already the re-settlement 
in civilian life of men discharged from the Forces has resulted 
in facilities of this kind being granted by the bank, and because 
it is expected that the demand will expand, it has been decided 
that Mr. Alexander Woods, a Joint General Manager of the bank, 
shall henceforth devote his whole time to the development of 
the type of service indicated by Mr. Christopherson. Mr. Woods 
has had close contact with industry, trade, and agriculture in 
various parts of the country, and has had special opportunities 
for studying the financial requirements of small undertakings. 


Long-Distance Road Goods Haulage 


It seems that the principal object of the statement recently 
presented to Parliament by the Minister of War Transport, on 
the subject of the Road Haulage Organisation set up by the 
Minister last year, was to direct attention to Defence Regulation 
73B, made: by. Order-in-Council on February 25, which enables 
the Minister to order that goods carried by road for distances of 
60 or more miles are not transported otherwise than by the Road 
Haulage Organisation, unless exemption is given. Lacking the 
power to make such Order, the Minister has not been able to 
ensure that the purposes of the Organisation were fully attained, 
and much controlled traffic has, in fact, been carried by operators 


outside the Organisation. It is felt that this may involye 
dissipation of resources, and in any event is unjust to thos 
who have entered into agreements with the Minister to tak, 
part in the Organisation. The Regulation contains provisions 
to prevent evasion by transforming a long-distance journey into 
a series of short journeys through the transfer of goods from one 
vehicle to another. There are adequate arrangements for 
authorised exceptions. Further details are given at page 285, 


L.N.E.R. Engineering Organisation 

In the higher engineering offices on a railway, such as thos 
of the district or resident engineer, powers of organisation play 
as important a part as technical ability and experience. The 
responsibilities of these officers are considerable, as can be seen 
from some statistics quoted by Mr. J. C. L. Train, Chief Engi- 
neer, L.N.E.R., in a paper read before the Institution of Ciyjj 
Engineers recently, some extracts of w hich are given on another 
page. He pointed out that in 1938 expenditure on maintenance 
and renewals, including signalling, for which engineers of the 
British main-line railways were responsible, amounted to mor 
than £19,000,000, and that the staff controlled by the Chief 
Engineer of the L.N.E.R. at the end of last year numbered 
over 29,000. He gave an interesting survey of the organisatio 
of the L.N.E.R. in general, and of the Chief Engineer’s Depart. 
ment in particular, and explained the functions of the latter in 
relation to the former. The divisions into which the Engineer's 
Department fall broadly are: (a) new works and (b) renewals 
and maintenance of existing assets. The L.N.E.R. is excep- 
tional in linking very closely the civil and signal and telegraph 
work in its engineering organisation; it has been found economic 
to take full advantage of the Engineer’s. Department for this 
purpose. 

Ses om 


Passenger Road Transport in the Potteries 

For many years, the principal operator of passenger road trans- 
port in the neighbourhood of Stoke-on-Trent, commonly known 
is the Potteries district, has been the Potteries Motor 
Traction Co. Ltd., which was incorporated as long ago as 
June 28, 1898, to operate one of the earliest tramway systems in 
the country. Electrification was undertaken under the zgis of 
the British Electric Traction Co. Ltd., which is still the parent 
company, but the tramways have long since been abandoned 
The company first introduced motorbuses for experimental pur- 
poses in October, 1900, and again in 1904, but the nucleus of the 
present motorbus undertaking began work on December 22 
1913. The company at present maintains about 1,255 route 
miles of motor services with 316 buses, of which 95 are double 
deckers, and the remainder single deckers. For many 
years the company’s activities have been subjected to 
severe competition, particularly in the “five towns,” 
but, as we recorded briefly last week, a provisional agree- 
ment has now been reached for the acquisition of the largest 
competitive undertaking, namely, that of Associated Bus Com- 
panies Limited, of Hanley, which maintains eight routes with 
some 65 vehicles. The Potteries Motor Traction Company is one 
of the few B.E.T. associates without railway shareholding partici- 
pation, although it maintains friendly relations with the 
L.M.S.R., and is regularly employed to undertake railway con- 
tracts. Of its issued capital of £541,250, the B.E.T. holds 
£376,375, as indicated in the chart we published in our issue 
of June 11, 1943. 


Our Enemy’s Railways 


There was a welcome breath of realism in the summary givel 
last week by a well-informed railwayman at the Ministry of 
Economic Warfare of the estimated curreut position of the rail 
ways in Germany and enemy-occupied Europe. Noteworthy was 
the entire absence of that fatuous ‘‘ wishful thinking ’’ which 
caused Government spokesmen in the early days of the war to 
forecast the imminent collapse of the Reichsbahn, and the 
support of such view by the misleading use of statistics. On 
the contrary, the speaker said categorically, what has often 
been stressed in The Ratlway Gazette, that the German railways 
will not break down physically, and that it would be suicidal 
for this country to rely on any such failure. Of course, this 
does not mean that the continuance of heavy Allied bombing 
is not having a substantial effect on the German transport 
economy, but the disorganisation of normal train working, the 
repair of tracks and installations, the re-routing of trains, the 
evacuation of bombed sites, and the handling of claims for goods 
lost, delayed, or destroyed in transit, have their major effect 
on the civilian population, and their repercussions on the Germad 
war effort are less direct and devastating than has been sup 
in some quarters. 
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German Railway Transport Deterioration 


On the other hand, the Ministry of Economic Warfare spokes- 
man was able to quote a substantial and impressive series of 
indications all tending to prove that there has been a definite 
sowing down of the European railway system at a time when 
the retreat on the Russian front, with its consequent shortening 
ff lines of communication, might have been expected to have 
mproved the situation substantially from the viewpoint of our 
enemies In the view of this spokesman, there is a reasonable 
sporting chance of this slowing down “ being accelerated con- 
siderably.’” Happily, this is most noticeable in France, where 
the Germans have made substantial arrangements to deal with 
the transport conditions likely to arise when the Allies invade 
n the West. Large numbers of military trains have been pre- 
pared from converted existing rolling stock, and construction 
trains made ready to deal with attacks on railways and damage 
) signals and telephonic communications. In some parts also, 
the activities of French patriots -are playing into our hands 
remarkably well. Water in the Upper Rhine and other water- 
yays is the lowest for 20 years, just when Germany is diverting 

the maximum heavy transport from the railways to the 
vaterways. Wagon loading in France has deteriorated in recent 
months by anything up to 30 per cent., compared with a year 
earlier. Nevertheless, there is evidence that a substantial pro- 
portion of the German rolling stock programme has_ been 
hieved, and in two years some 6,000 locomotives and well 
ver 100,000 wagons have been turned out of enemy-controlled 
vorks. Our continued efforts have come near to paralysing 
French industry; it is a vital contribution to our co-ordinated 
var effort; but it is not, and is unlikely to become, the decisive 
low 

socom 


The Hukawng Valley Route 


Messages from India (see page 286) describe the construction 
it the so-called Ledo Road from Assam into northern Burma, 
under the supervision of the American Army, protected by 
Chinese troops trained and equipped by the Americans in India. 
It is of interest to note that this road appears to follow the route 
surveyed Many years ago by British engineers under the orders 
if the Indian Railway Board for a metre gauge railway to con- 
nect Assam with Burma. The alignment then selected ran 
rom Ledo, on the Dibru-Sadiya Railway, over the Patkai 
Range and then followed the Hukawng Valley, and eventually 
joined the Mu Valley or Myitkyina section of the Burma Rail- 
ways near Mogaung. This rail link would be about 280 miles in 
ength, and involve long lengths of 1 in 37 grades in the initial 
stages, followed by considerable stretches of 1 in 143 and 1 in 
200 gradients. The mountainous nature of the country traversed 
ilso necessitated the free use of 16-deg. or 358-ft. (54-ch.) radius 
urves. The Japanese also appear to be pushing a road up this 
toute from the Mogaung end, where easier terrain prevails. It is 
n this area that some of the best jade is quarried, and was 
ormerly sent by road, rail, and steamer via Rangoon to China 
n the form of large boulders. It is uncertain whether 
the road now building would come south-eastwards to Mogaung 
t continue eastwards from the Hukawng Valley, perhaps 
through ~Myitkyina, towards the old mule road from Bhamo 
through Tengyueh to join the Burma Road near Pao Shan 
Yungchang). 


Tool Marks on Lecomotive Axles 


The astonishing reduction in the 
which can be caused by even a slight tool mark leads to the 
hevitable conclusion that when more effective means are 
leveloped for imparting a much smoother surface to locomotive 
ixles than is customary at present, we can expect the life of 
‘he axles at least to be doubled. There is experimental support 
‘or this contention; a polished fatigue test piece which may 
fail at 45,000 Ib. per sq. in. and, say, ten million reversals will, 
1a fine tool mark is left on the surface, fail at 20,000 Ib. per 
q- In. and a much lower number of reversals. If stress cor 
‘osion, which may develop into fatigue cracks, is also present, 
Me stress at which the specimen will fail is lowered still further. 
lool marks tend to concentrate the stresses and hence to 
*ncourage corrosion to commence much more rapidly than when 
the surface is polished. The effects are particularly pronounced 
vhen steel is bearing on steel, as in the case of a locomotive 
vheel centre and axle. When, however, cast iron is substituted 
‘or steel in the wheel centre, the stresses are reduced, because 
f the inherent ‘‘ damping’’ characteristics of the structure of 
‘ast iron. This suggests a line along which the possibilities of 
‘ome of the latest high-duty cast irons might be explored. Wheel 
‘ntres of cast iron having a tensile strength of 60,000-65,000 Ib. 
m4 Sq. In. may well become 3 reality in the not too distant 
ure 


endurance of a test piece 
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London Passenger Transport Board 


HE full statement of accounts and statistics of the London 
Passenger Transport Board for the year ended December 31, 
1943, are again presented in an abridged form, as a war measure. 
The net revenue, after giving effect to the estimated operation 
of the financial arrangements with the Government, is £4,714,126, 
compared with £4,840,705 in the previous year. Actually, the 
fixed annual sum receivable under the Railway Control Agree- 
ment is £4,835,705, but this is reduced by £179,066, which is 
a saving of interest resulting from the redemption on January 1, 
1943, of £12,583,000 44 per cent. T.F.A. Stock 1942-72, and 
the issue of £12,905,641 3 per cent. guaranteed stock 1967/72. 
By virtue of Article 4 of the Railway Control Agreement, this 
Saving accrues to the Government during the period of control. 
Net revenue is thus £4,656,639 under the Control Agreement. 

There is added an amount of £57,487; this is a further sum 
received in respect of an estimated adjustment of the board’s 
proportion of the Government Control Pool for the year ended 
December 31, 1940, which has been included in the net revenue 
for the current year. As was stated in the seventh annual 
report, the accounts for 1940 were closed on an estimate of the 
Government Control Pool of that year. Finally, there has been 
a profit of £960 on realisation of investments, and a sum of 
£32,194 brought in from the ‘‘C’’ Stock Interest Fund, making 
a total sum available for appropriation of £4,747,280. 

Restrictions on the use of fuel and rubber resulted in the 
curtailment of the road services of the board, both in Central 
London and in the country areas. Approximately 100 buses 
with gas-producer units are in operation, mainly in the country 
area. Passenger traffic has continued to show a marked increase, 
particularly on the railways. At the end of last year, the staff 
totalled 73,433, including some 17,000 women, of whom 12,700 
were employed in various grades as substitutes for men released 
for service with the Armed Forces. No fewer than 22,104 of the 
board’s officers and staff at the outbreak of war have been 
called up or volunteered for service with the Forces or with the 
various full-time Civil Defence Servi-es. 

During the year 177 members of the staff were killed or 
died on active service, making a total of 407 since the commence- 
ment of hostilities; 35 members of the staff received honours or 
awards from the King, making a total of 80 since the beginning 
of the war. There have been certain alterations to the general 
war wage increase; the total war wage increase to male salaried 
staff, up to an annual salary of £1,000 is £53 6s. a year, and 
the increase to wages staff is 19s. 6d. or 20s. 6d. a week. 
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The G.W.R. Meeting 

HE annual general meeting of the Great Western Railway 
Company on March 8, at which Sir Edward Cadogan pre- 
sided in the absence of Sir Charles Hambro in America, was the 
shortest on record, as the proceedings occupied barely one hour. 
For the first time for over a hundred years there was no dis- 
cussion by stockholders arising out of the report and accounts. 
On the subject of maintenance, the Chairman explained that 
under war conditions the scarcity of labour and materials had 
made it progressively more difficult to maintain the pre-war 
standard, and at the end of last year there were accumulated 
arrears of work of about £13,000,000, and of this £11,700,000 
had been transferred to the trust account under the control 
agreement. In complete renewals of permanent way, arrears were 
at present equivalent to the total amount of renewal work which 
would normally be carried out in 15 months. In locomotive 
renewals, arrears represented a normal two years’ building pro- 
gramme, and in passenger train vehicles a normal three years’ 
programme. 
Dealing 
removing the disability suffered by the railways in the present 
disparity of road and rail traffic costs, he suggested that some 
means should be devised whereby the maintenance of rail tracks 
and canal waterways, while remaining in their present ownership, 
should be treated as part of the whole system of national high- 
ways. The proposal for a new road crossing over the Severn 
estuary would entirely nullify the provisions of the Severn Tunnel 
Railway Act, 1872, under which the company was authorised to 
charge as for 12 miles on the 4}-mile length of the tunnel 
because of its heavy cost. On the other hand the road transport 
industry using the new crossing would not have to bear the 
capital cost and would be able to reduce their charges because of 
the shortened distance. To maintain their competitive position 


with post-war transport and the necessity for 
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the company would then have to reduce railway charges over a 
wide area. 

At an informal meeting after the general meeting, he allowed a 
resolution to be put and carried in favour of a revision of the 
railway control agreement, and promised to consult with the 
other Chairmen on the subject, but he made it clear that he 
did not favour the step proposed. He pointed out that it was 
quite within the bounds of possibility that abnormal circum- 
stances might arise which would have a bearing on the earning 
of the standard revenues during the year that lies ahead, and that 
any request for a revision of the agreement on the ground of 
increased earnings might have repercussions if, for any reason, 
the earnings should decrease. He added that the agreement con- 
tained valuable considerations in that it secured a fixed annual 
payment equivalent to the average net revenue for the years 
1935-6-7 and also provided that, before contro] came to an end, 
time would be given for an adjustment of the level of charges to 
meet post-war conditions. In these circumstances he expressed 
his personal view that any approach to the Government at the 
present time would be premature and contrary to the spirit in 
which the companies accepted the agreement. 
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Mr. Oliver Lyttelton on Post-War Industry 


N a most interesting speech to the University of London Con- 
servative Association on March 2, Mr. Oliver Lyttelton, 
Minister of Production, outlined his views as to the means by 
which Britain could regain her former place in the world after 
the war. After pointing out that the history of this century had 
shown that the members of the British nation always had under- 
rated their powers to re-create wealth, he stressed that ‘‘ the 
difference between full employment and partial employment, 
between prosperity and depression, depends on that marginal 
power of export which lies at the root of our economy.’’ He 
then suggested that to be able to export goods we must become 
flexible, as it was towards the vagaries of the export market 
turn our attention and find new products for old 
customers. For this reason he argued that research and develop- 
ment were the things we required to promote above all others. 
In this connection he suggested that the performances of our 
scientists and research workers during this war give encourage- 
ment to say that if the same ingenuity could be applied to our 
post-war problems in new fields of production, we might well 
regain the position we occupied when we were the first country 
to use coal for the development of power and when we led the 
world in the development of the railway. 

Turning to the question of private enterprise or State owner- 
ship, he agreed that the field for State management is compara- 
tively narrow, as in a highly competitive world the great 
majority of business must be left to private individuals. He 
argued, however, that the moment you enter the field where 
profits are made by an undertaking being given a statutory right 
to charge the community for its services, you are entering the 
field where private enterprise must be under the control of the 
State. Developing this argument, he asserted that there are a 
number of public services which perhaps depend on the same 
right, from which most of the risks have been eliminated, which 
can well be handed over to the State. He did not particularise 
what public services he had in view, but bearing in mind the 
railway chairmen’s views expressed at the recent annual meet- 
ings as to the necessity for the railways to be returned to their 
owners after the war so that they may be run under the 
incentive of private enterprise, it is well to point out that they 
certainly cannot be regarded as a public service ‘‘ from which 
most of the risk has been eliminated.’’ It is a popular fallacy 
that the railways are a sheltered industry, but such a view is 
completely erroneous. In 1929, for instance, the net revenues of 
the four main-line companies totalled £45 millions, yet in the 
next year they dropped by about 16 per cent. to £37-7 millions. 
Between 1929 and 1938 their net revenues dropped by no less 
than 35 per cent., and their annual earnings have varied from 
year to year by anything up to 23 per cent. 

The great decline in their earnings between 1929 and 1938 was 
due, of course, to the fact that Parliament had imposed on them 
extensive statutory obligations and safeguards before the advent 
of road-motor competition on a large scale, but subsequently 
allowed road hauliers complete freedom to select the traffics they 
desired to carry and to fix their own charges. This obviously 
enabled road hauliers to compete for and secure the high class 
traffics on the most remunerative routes. If, however, Mr. 
Lyttelton did have the railways in mind as an industry in which 
risk has been eliminated, we suggest that the State could not 
possibly contemplate the acquisition of the railway industry 
without taking adequate steps to ensure that its financial 
stability would not be imperilled by unrestricted and unregu- 
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lated road competition, a necessity which would also involve, 
presumably, the acquisition of the road haulage industry. 


Indian Railways and the State 
HE Government of India is steadily pursuing its policy of 
getting into its own hands the operation of the railways 
belonging to the State which had hitherto been worked by com. 
panies under contracts. This policy has gone so far already 
that the Bengal-Nagpur soon will be the only important Indian 
railway system still to be company-operated. The contract for 
the working of the Bengal-Nagpur Railway may be determined 
by the Government, on giving twelve months’ previous notice, 
on December 31, 1950, or on December 31 in any succeeding 
fifth year, on repaying the company’s ordinary stock at par in 
sterling in London. In view, however, of the premature deter. 
mination of the contracts for the working of the Madras 
Southern Mahratta and the South Indian Railways, the Gover. 
ment may also desire to negotiate for an earlier acquisition of 
the Bengal-Nagpur system. 

Stockholders of the Madras & Southern Mahratta Railway Co 
Ltd. and of the South Indian Railway Co. Ltd. have already 
agreed that the working of their respective systems be trans- 
ferred to the State on March 31 next, or 21 months in advance 
of the date at which the options under the contracts could be 
exercised. The intention of the Government to take over the 
working of the two railways at one and the same time was fully 
realised by the board of the Madras & Southern Mahratta Com- 
pany when its contract was revised in 1937, as being a further 
step in simplified operation following on the exchange of lines 
made between the two systems in 1908. On December 31, 1907, 
the contract with the Madras Railway Company expired. This 
company, registered in 1853, was one of the important early 
guaranteed companies enjoying a 5 per cent. guarantee. Its rail- 
ways were then purchased by the Government and on January 1, 
1908, were (with the exception of the Jalarpet—Bangalore 
section), together with the metre-gauge sections of the South 
Indian Railway from Katpadi to Gudur and Pakala to Dharma- 
varam, made over for working to the Southern Mahratta Rail- 
way Company—a metre-gauge undertaking with a contract 
originally dating from 1882. The enlarged company was given 
the title of the Madras & Southern Mahratta Railway Co. Ltd. 

The lines formerly owned and worked by the Great Southern 
India and the Carnatic Railway Companies were amalgamated 
on July 1, 1874, under the title of the South Indian Railway 
which, on January 1, 1894, was purchased by the State and 
handed over for working to a new company—the existing South 
Indian Railway Co. Ltd. At the end of 1907 the South Indian 
working contract had three more years to run, and the con- 
tract with the Southern Mahratta Railway Company was still in 
being. In consequence of the expiry on December 31, 1907 
of the contract with the Madras Railway Company, the above- 
mentioned comprehensive exchange of railways with the South 
Indian Company came into being and a revised South Indian 
working contract was made. 

A similar basis for the terms of purchase was approved by 
the boards of the Madras & Southern Mahratta and South Indian 
Railway Companies in their negotiations with the Government 
but the amount of cash to be received will vary with the pro- 
visions of the respective contracts. Under the contracts the 
deductions from net earnings in the case of the Madras & 
Southern Mahratta are larger and its proportion of surplus 
profits is less than with the South Indian, which has a much 
smaller capital. The Secretary of State will pay to the Madras & 
Southern Mahratta (i) the guaranteed interest of 3} per cent 
and the share of surplus profits of working up to March 31 
1944; (ii) the capital sum of £5,275,000 in lieu of the source ot 
income represented by the company’s interest in and right to 
work the railway, and earn income thereby up to December 31 
1945. The sum of £5,275,000 is made up as follows: (a) The 
company’s capital of £5,000,000, discounted at 2 per cent. per 
annum for 21 months as it will be paid 21 months in advance 
of the first option date on which it was due to be repaid 
(b) £441,000 representing the estimated loss of income of the 
stockholders; and (c) £17,000 for payment to directors and 
London staffs for loss of their directorships and employments 
Using the unexpended free reserves in their hands and the pay- 
ment made by the Secretary of State, the directors expect t 
be able to make a payment in April of about £110 for each 
£100 of capital stock. It is not yet possible to indicate the 
final amount which stockholders will receive. 

The contract of November 24, 1890, with the South Indian 
Railway was amended by a contract dated December 21, 1910. 
Under the agreed arrangement, which was approved by the 
stockholders on February 4, the Secretary of State will pay the 
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company:—(i) The guaranteed interest and share of surplus 
profits of working up to March 31, 1944; (ii) the capital sum 
of £1,112,500 in lieu of the source of income represented by 
the company’s interest in and right to work the railway, and 
earn income thereby, up to December 31, 1945. The company’s 
capital totals £1,000,000. Out of this £1,112,500 a sum of. 
£7,000 is to be paid to the directors for loss of their director- 
ships and £10,000 is to be distributed among the London staff 
including auditors and consulting engineers). 

Warned by the extraordinary harshness recently displayed by 
the Government of India in connection with the liquidation 
of the Bengal & North Western and the Rohilkund & Kumaon 
Railway Companies, the Madras & Southern Mahratta and the 
South Indian boards have secured themselves against similar 
treatment by obtaining definite undertakings from the Govern- 
ment: (i) that no new claims or counterclaims shall be put 
forward by either party; (ii). that the payments on account of 
guaranteed interest and surplus profits up to March 31, 1944, 
ind of the respective sums of £5,275,000 and £1,112,500, shall 
be made on specific dates and without any deductions; and (iii) 
that the Secretary of State shall assume responsibility for all 
existing contractual obligations pertaining to the working of the 


joint undertaking, and shall make a reasonable contribution 


towards the expenses of the winding up. 

The action of the Government of India is holding up the 
liquidation of the Bengal & North Western and Rohilkund & 
Kumaon Companies, the working of whose railways was taken 
over by the Government on January 1, 1943. Out of advance 
payments of £8,400,000 to the Bengal & North Western and of 
£1,400,000 to the Rohilkund & Kumaon on account of the 
respective purchase prices an advance payment of 310 per cent. 
was distributed to ordinary stockholders. If the claims now 
put forward by the Government are sustained these holders may 
possibly receive no more. Among the claims is one made for 
4 contribution by the company, in respect of employees taken 
over by the Government on January 1, 1943, towards the future 
expense of gratuities and leave pay. The joint opinion of 
counsel instructed by the Government and the. company was 
that it would be wltra vires of the company or the liquidators 
to make such payment. Nevertheless the Government obtained 
an Ordinance requiring such a contribution from the company. 
Another unprecedented claim amounted to £697,500 in respect 
of damage to rolling stock, other railway property, and goods in 
transit caused by civil disturbances in August and September, 
1942. One would have thought that the responsibility lay with 
the Government for its failure to preserve order. Meanwhile, 
pending settlement by arbitration, the liquidation of the two 
undertakings is held up. 

This attitude of the Government is particularly unjust towards 
two companies which have provided it with a profitable railway 
system, which charges some of the cheapest fares and rates in 
India, and has developed a territory once regarded as_back- 
ward into one of the most fertile and thickly populated. The 
Government has had a share in the net earnings of the two 
companies at no cost to itself beyond grants of land. 


Transport by Pipeline 


ON February 6 news was sent from Washington that the United 

States propose to construct an oil pipeline from the Persian 
Gulf refineries to the Mediterranean at a cost of between 130 
and 165 million dollars. As was stated in our February 18 issue, 
when brief details were given of the project, the object of the 
scheme is to provide a reserve of 1,000,000,000 barrels of oil for 
military and- naval needs in view of the obligations which the 
U.S.A. may assume for the maintenance of security after the 
war. President Roosevelt thinks that the plan is ‘‘ a forward- 
looking safeguard,’’ because American oil reserves are being 
rapidly depleted and may not suffice for more than 30 years. 
According to certain scientists, oil will cease to flow freely in the 
United States at least ten years before ovir own coal seams are 
exhausted. Let us hope that both forecasts will prove to be as 
wide of the mark as many previous prophecies about our coal 
fesources have been. 

The pipeline which America contemplates will not be the first 
to cross the desert to a Mediterranean port. Oil has been 
passing from Iraq to Haifa for some years by a line constructed 
on the same principle as a great network of pipes which now 
exists in the States. Over there this means of transporting oil 
has been developed on such an extensive scale that the railways 
have no chance of securing the conveyance of a great tonnage of 
petroleum and its products. In Great Britain a start has been 
made with the laying of pipelines for strategical reasons and 
the prospects are that our railways will have to face their com- 
Petition after the war just as they have lost the carriage of 
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much coal and coke through the distribution of power by the 
cables of the electric grid and the installation of gas mains in 
industrial areas such as South Yorkshire. An account of the 
growth of pipeline traffic in America therefore may be instruc- 
tive, and by a stroke of good luck we are able to avail ourselves 
of an authoritative statement made by Mr. Fayette B. Dow, 
Director of the Division of Petroleum & Other Liquid Transport, 
Office of Defense Transportation. A lawyer by profession, Mr. 
Fayette Dow has been engaged in many activities connected 
with the petroleum industry. Last November he contributed an 
excellent paper about the methods of distributing the various 
grades of oil to the Annals of the American Academy of Political 
& Social Science. The paragraphs which follow are in the main 
a summary of that essay. 

For overland movement of petroleum in substantial bulk, a 
system of pipelines has proved to be the most efficient and 
economical form of transport. Actuated by pumps, the system 
gives a continuous flow: a block of traffic is unknown and there 
are no wagons or containers to return empty to the oil wells. 
The first pipeline was installed in Pennsylvania in 1865. It was 
only 2 in. in diameter and 5 miles long, with a capacity of 800 
barrels a day. Gradually pipelines were constructed from Okla- 
homa to refineries in the east and, when the first world war 
broke out, America had at her service 19,400 miles of crude-oil 


trunk lines and 23,500 miles of gathering lines, a total of 
42,900 miles. During the last war oil was also carried 


freely by tankers. from the Gulf ports to east coast ports and 
every available rail tank wagon was pregsed into service. In the 
long run, to quote Lord Curzon’s words, ‘‘ the Allies floated to 
victory on a sea of oil.”’ 

Between 1918 and the outbreak of the second world war, the 
consumption of American petroleum increased almost fourfold. 
The marketing area of the east coast states, from Maine to 
Florida, went on using prodigious quantities of motor fuel, kero- 
sene, and furnace oil until 1,500,000 barrels a day were being 
delivered there. By that time Texas had become the principal 
producing state and “‘ piped ’’ the oil to Gulf ports from which 
tank steamships carried it to the eastern seaboard. Only 5 per 
cent. of the oil required in the eastern region was delivered by 
direct pipeline or by rail and road tank cars.. Though by 1941 
the total mileage of pipeline in the United States had grown to 
128,400 miles—three times the length of line in use twenty-five 
years before—the eastern seaboard had become dependent on the 
sea route for oil supplies and these were jeopardised as soon as 
tankers were diverted to war service and U-boats began to infest 
the Atlantic. The American Government not only requisitioned -. 
many oil carriers for its own use, but assigned a fleet for the 
conveyance of British cargoes. The assistance given to this 
country was of inestimable value and, as the war progressed, 
some of our R.A.F. squadrons might have been out of action but 
for the heroism of the merchant seamen who manned the tank 
steamships. One memorable incident was the voyage of the 
Ohio, an American built tanker with a British crew. She was in 
the great convoy sent to relieve Malta in August, 1942, and 
though torpedoed, bombed, and set on fire, she reached port 
through the indomitable courage of her ship’s company. 

To compensate for the loss of tanker tonnage, the Govern- 
ment and petroleum producers agreed that they must rely 
mainly on pipelines and many projects for adding to the existing 
facilities were put in hand energetically. The most prominent 
scheme was the building of a 24-in. crude-oil pipeline from Texas 
to the refineries near New York and Philadelphia. A 20-in. 
products line is being constructed parallel to the crude-oil pipe 
and will be completed early this year. These two pipelines when 
fully equipped with pumps, will have a capacity of 560,000 
barrels a day. They are the largest pipelines ever built and 
together with some minor projects will have cost 186 million 
dollars. During the year and a quarter occupied in their con- 
struction, the critical situation caused by the oil shortage in the 
eastern states was saved by the railways, as described in the 
article on ‘‘ American Railways in Wartime ’’ which appeared in 
our February 4 issue. 

Mr. Fayette B. Dow concludes that pipelines are now playing 
their full part in providing essential domestic requirements and 
in winning the war by maintaining overseas shipments. The 
future of the emergency lines will depend on the economics of 
the oil industry and considerations of national defence. If these 
pipelines are to be operated successfully in normal conditions, 
oil will have to be tendered in sufficient volume to ensure low 
costs, for pipeline expenses rise sharply as the load factor falls. 
Any pipeline found to be badly placed after the war can be 
taken up and relocated; it may even be switched over to the 
transit of natural gas. Movement through hundreds of miles of 
steel tube is not a picturesque form of transport, but in adapt- 
ability pipelines somewhat resemble electric cables and in that 
respect have an advantage over railways, highways, and canals, 
which are confined to rigid tracks. Both pipelines and power 
cables may therefore play a big part in any plans for relocating 
industries after the war. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Railwaymen’s Uniforms 


London & North Eastern Railway, 
H.Q.1 (via Hitchin). March 2 
To THE Epitor oF THE RAILWay GAZETTE 
Str,—In view of the editorial “‘ Railwaymen’s Uniforms’’ in 
your issue of February 18, I thought that you might like to have the 


€Nclosed photograph which shows the new battledress uniform now 
being issued to women porters throughout the L.N.E.R. system. 
Yours faithfully, 
GEORGE Dow, 
Press Relations Officer 


Further Improvements in Passenger Car Design 
Bankside, Kingsworthy, 

Nr. Winchester, Hants. 

To THE EpIToR oF THE RatLway GAZETTE 

Sir,—Our American friends under the above heading have 

several interesting things to say in the Railway Mechanical 


March 9 


Engineer, December, 1943, issue. Amongst the points made, 
I think the one with regard to the possible reduction of weight 
raises some controversial features. I think I am correct in saying 
that viewed from the British standards, American rolling stock is 
in the main heavier, tare relative to paying load or passenger 
than the British product. This feature biased the British rail- 
ways when contemplating construction of all steel stock as com- 
pared with steel and wood composite stock. The writer for the 
moment takes no sides as to the relative travel comfort, American 
or British. Nevertheless, it is obvious that an extra ton of 
equipment, if it enhances travel comfort, causes little or no 
concern on American railways, whereas British designers have 
ever been compelled to keep a watchful eye on this. 

Further improvements could be made by the reduction of the 
weight of British rolling stock, but amongst the many considera- 
tions that would contribute a decision, to carry this out, not 
the least would be the risk of higher repair charges. For example, 
if one could restrict in design the weight of body framing pounds 
per passenger for a railway passenger vehicle to that obtaining 
in a road passenger transport vehicle and feel that such a policy 
would give satisfaction from the financial aspect of repair charges, 
few would hesitate to acopt this principle. But there are 
different conceptions taken by the two sections of transport. In 
the instance of rail transport, a vehicle is not considered old or 
obsolete up to less than 30 years service, but a road vehicle is 
scrapped at a third of that age. 

Over an experience of many years, the writ:-r has found the 
design of railwezy vehicles is always discredited if the vehicle 
requires repair and attention, even of a minor nature, say within 
the first two years of service. The body framing of a railway 
passenger vehicle is designed to eliminate for all time the risk 
of ‘‘ rack,’”’ but in road vehicle designing, just reasonable care 
is given to avoid this defect and/or delay its development. To 
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cite an example, though perhaps not one of the best of many, 
a standard railway carriage compartment door made either oj 
timber or steel, weighs somewhere in the neighbourhood oj 
1 cwt., more often over than under. A similar door made for 
a road vehicle weighs as much as 25 per cent. less. 

One must not lose sight of the shocks and consequent stresses 
that occur in railway vehicles and have no equal in road 
vehicles, but, and here is a further point that handicaps the 
designer, namely: a percentage of the rough wear and tear op 
railway stock is due to the handling in operation. With regard 
to buffing and draft shocks, passenger stock is treated a trifle 
more gently than freight stock but bent or broken buffers and 
underframe members have been by no means eliminated in spite 
of years of experience in design. 

Although agreeing that one can never eliminate the shocks and 
subsequent stresses in the underframe and running gear to high 
speed running, there are opportunities of designing a stee| 
(probably high-tensile quality) body, the weight of which can be 
thus saved where it is not needed but it must be borne in mind 
that a saving in weight does not necessarily mean a Saving in 
the initial or, indeed, repair costs, but the designer naturally 
will aim to help economy from the financial viewpoint before 
him. As an example of the foregoing, electric-welding processes 
are not always the cheapest although invariably they offer a 
reduction in weight. 

Yours faithfully, 
GEORGE KEY 


Wolverton Refreshment Establishment 


Bordyke, Burgess Hill, 
. Sussex. 
To THE EpiTor oF THE RAILWAY GAZETTE 

Sir,—Reference in The Railway Gazette of January 14 (page 
35) to Mrs. Hibbert and the Wolverton refreshment establishment 
has led to interest in the latter. In the construction of the 
London & Birmingham Railway, Wolverton was chosen as the 
site for the railway’s ‘‘ Grand Central Depot.’’ An engine house, 
336 ft. long, and of a similar width, was constructed, and 50 
cottages for railwaymen were specdily built. Osborne’s Guide to 
the London & Birmingham Railway says ‘“‘ railway activities 
there will probably give rise to the formation of a new town,’ 
and that ‘‘a stall, at which confectionery is sold, is permitted 
at this station.’’ At that time, and for many years later, “ con- 
fectionary ’’ had a much wider meaning than that now usually 
conveyed by the word. It may be, therefore, that cakes, buns, 
tarts, pork pies, and other more or less solid goods were sold 
there. 

The location of the L. & B.R. locomotive & carriage works 
at Wolverton necessitated frequent visits of the directors and 
officers of the railway, persons doing business with the com- 
pany, etc. Pickfords, the carriers, also built a depot at the 
station. The need of a refreshment establishment on a larg 
scale was, therefore, desirable. The engagement of Mrs. Hibbert, 
as Manageress, was a fortunate choice. 

Writing eight years later than Roney, Measom remarks on the 
Wolverton refreshment rooms in the Official Illustrated Guide t: 
the L. & N.W.R.: ‘‘ Wolverton, redolent of soup, coffee, tea 
and all kinds of eatables and drinkables.’’ After a visit to the 
railway works, he says: ‘‘ Having refreshed ourselves at Wol- 
verton, we enter the train.”’ 


February 29 


Yours faithfully, 
G. A. SEKON 


Chester & Holyhead Railway 


‘‘ Hardy,’’ Lyons Lane, Appleton, 
Near Warrington. February 9 
To THE EpiTor oF THE RatLway GAZETTE 

S1r,—I note that in your issue of February 4, Mr. Kenneth 
Brown attributes the building of the extension of the line to the 
pier at Holyhead to Mr. S. M. Peto. This, I think, is not 
quite correct. 

In 1845 plans were prepared by Mr. Rendell, a civil engineer, 
for the making of a harbour of refuge at Holyhead by the 
construction of a breakwater and a pier. This plan was 
approved by the Treasury and Admiralty, at an estimated cost 
of £700,000. In January, 1846, the company, under the Chair 
manship of Mr. W. R. Collett, M.P., entered into negotiations 
with the Government for the use of the harbour. The outcome 
of these negotiations was that the inner pier was appropriated 
to the company’s use; the company on its part agreed to col- 
tribute £200,000 towards the cost of the construction of the 
harbour. Work on the harbour was commenced by the 
Government later in the year. 

In 1847 the company introduced a Bill in Parliament to give 
effect to the agreement; to extend the line to the end of the 
pier; to increase the capital; and to sanction the running o! 
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steam packets to Ireland by the company. It was this last 
object of the Bill which caused so much controversy in the 
House, but, after a prolonged debate, the Bill was passed on 
May 28, 1848. 

It was later found that the company’s funds were proving 
insufficient to meet the whole of the liabilities and before a 
start could be made on the extension, application had to be 
made in 1849 for a Bill authorising further capital of £735,000, 
which Bill received Royal Assent on May 26, 1849. 

The company’s financial position was becoming Serious and 
in view of the lack of confidence in the company by the invest- 
ing public it was decided to defer the issue of the authorised 
further capital until 1850. 

The construction of the harbour was proceeding very slowly, 
by reason, probably, of the diminution of traffic because of a 
state of depression then present in Ireland. The Government 
was running steam packets to Ireland in competition with the 
company’s vessels with the result that the company’s vessels 
ran at a considerable loss. The company, feeling that it was 
entitled to the contract, refused to tender for the carrying of 
mails to Ireland and when this was given to the City of Dublin 
Steam Packet Company, further competition was encountered. 
For these reasons the construction of the extension to the pier 
was deferred. Under Mr. S. M. Peto’s chairmanship the 
extension authorised in 1848 was commenced and completed. 

Although credit must be given to Peto for undertaking the 
work in spite of the company’s financial difficulties it cannot 
be said that the idea of the extension was his. 

Horse working on the pier extension remained until August, 
1859, when the company obtained a Bill for the use of 
locomotive power. 

Yours faithfully, 
THOMAS S. STEEL 


L.M.S.R. New Divisional Control Office 
York. March 11 
To tHE Epitor or THE RAILWAY GAZETTE 

Str,—Many readers will be grateful for the description of the 
new L.M.S.R. control office given in your March 10 issue, but 
your article deals almost exclusively with the lay-out and equip- 
ment of the premises. 

Interesting as these features are, an account of the working 
methods which are in force would be of more value to operating 
men who are concerned in the movement of traffic. For instance, 
one would like to know what records are kept by the control 
staff, how far the pegging of cards on train boards is carried out 
in actual practice, what the engine controller’s duties are, and 
how he fits in the regulation of engines with the business of the 
Section Controllers. 

I hope that you can see your way to have a supplementary 
utticle prepared to explain how this unique control office is 
organised and to describe its system of day-to-day working. 

Yours faithfully, 
OPERATOR 


Folkestone Warren Landslips 


Essex House, Essex Street, 
London, W.C.2. February 21 
To tHE EpiTtor oF THE RAILWAY GAZETTE 

Str, —The danger of landslides on the line between Folkestone 
ind Dover referred to by Mr. G. A. Sekon in his letter published 
in your February 18 issue, and also its vulnerability to enemy 
action, were used as arguments by the London Chatham & Dover 
Railway in favour of its Bill in 1884 for an inlaid line from 
Kearsney to Folkestone, where an emergency junction with the 
South Eastern Railway could be put in. 

Before the House of Commons Committee Mr. James Staats 
Forbes (June 11, 1884, Question 3614) gave the following 
evidence in regard to the 1877 landslides mentioned by Mr. 
G. A, Sekon:— 

‘*On January 12, 1877, a great landslip took place 
between Folkestone and Dover, and for two months, that is 
to say, from January 12 to March 12, the line between 
Folkestone and Dover was absolutely closed. On March 12 
it was opened as a single line; but it took until May 30, 
1877, and therefore nearly six months (sic) before it was 
restored to its full working efficiency. What we did then 
was this. The very moment we heard at Victoria of this 
serious slip, which had taken place, we offered our whole 
railway to the South Eastern Company without any con- 
litions of any sort or kind; we said: ‘ You cannot get with 
the mails to Dover, we are partners in the mails and other 
yusiness to Dover take them over our railway.’ That is 
what we said, and that is what we did. That went on for 
two months; we carried all the mails and all the South 
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Eastern passengers from Charing Cross and from Cannon 
Street, via Beckenham, and put them on by means of the 
Mid-Kent span; we took them, as I say, for two months, 
and I think on one occasion since then,* for a few days 
they were in the same position, and we willingly gave the 
use of our railways.’’ 

[* This presumably was in March, 1881 (see The Railway 
Magazine, July, 1919, page 30.] 

The most serious break was the landslip of December 19, 
1915, striking pictures of which are given in Mr. Dendy Marshall’s 
History of the Southern Railway (page 491); and Railway Maga- 
zine, July, 1919 (pages 28-9). It has a permanent cartographic 
record in the omission of the line from Folkestone Junction to 
Dover from Airey’s 1918 map. Traffic was not resumed until 
August 11, 1919. (See The Railway Magazine, November, 1919, 
page 367). 

Yours faithfully, 
KENNETH BROWN 


° 
Transport in the Future 
Hampstead, N.W. 
To THE EpiTor oF THE RAILWAy GAZETTE 

Sir,—In your issue of March 10 Sir Ernest Lemon discusses 
some considerations of post-war needs. His remarks will stimu- 
late thought on many subjects and perhaps you will allow me to 
comment on his opinion that the most profitable field for the 
diesel-electric locomotive is the shunting yard. Recent numbers 
of your journal have told us that 120 high-speed trains are 
worked by diesel-electrics in America and you have also reported 
that the New York, New Haven & Hartford Railroad had decided 
not to electrify its system between New Haven and Boston 
though the first 70 miles from New York to New Haven have 
been converted already: instead of electrifying more mileage, the 
company is purchasing 24 diesel-electrics. 

In view of these developments and the rising price of English 
coal, it looks as though there may be a prospect of using diesel- 
electrics to haul some of our long-distance expresses. These loco- 
motives can run a large daily mileage and the latest types have 
proved to be reliable. Before our railways embark on large 
schemes of main-line electrification after the war, it would seem 
advisable for them to test the capabilities of the diesel-electric for 
fast running with heavy loads. Such an experiment need not 
interfere with the trials of the shunting locomotives to which 
Sir Ernest Lemon referred. 


March 13 


Yours truly, 
MECHANICIAN 








SoME RaILway ANCILLARY BusINESSES.—What are usually 
termed “‘ ancillary businesses ’’ comprise some important under- 
takings, although they are but minor activities of the rail- 
ways. Probably the most important of these are the railway- 
»wned docks, harbours, and wharves, which are situated at 76 
places and form the largest privately-owned group of docks in the 
world; 15 of the country’s principal coal export docks are railway 
owned and operated and the national importance of the railway 
dock undertakings can be gauged from the fact that well over 
65 million tons of imports and exports passed through them in 
1938. Between 1928 and 1938 the companies expended very con- 
siderable sums in the modernisation of these ports and provided 
new cranes, coaling appliances, extensive granaries, suction 
machinery, elevators, as well as oil jetties, timber ponds, cold 
stores, and lairage accommodation. At the outbreak of war 
these facilities were in a very high state of efficiency. 

The railways also own steamer fleets which provide the 
principal means of communication between Great Britain and 
the Continent, Northern Ireland and Eire, the Channel Isles, and 
the Western Isles of Scotland. At the outbreak of war the 
railways owned 130 vessels with an aggregate tonnage of 176,145 
upon which they had spent over £7 million on improvements 
between 1923 and 1938. Of these vessels 92 have been chartered 
by the Government for varying periods and have been used for 
a variety of tasks ranging from hospital carriers to minelayers. 

British railways also own and manage 53 hotels which provide 
accommodation for over 8,000 guests, while 16 other hotels are 
owned by the railways but not managed by them. Three of 
these hotels have been closed during the war and 14 requi- 
sitioned, but the remainder have been of the utmost value in 
meeting the general demand for accommodation of this kind. 
Allied to the hotels are the railway catering services, which 
include the provision of restaurants or refreshment rooms at some 
hundreds of principal stations, snack bars, and the ubiquitous 
platform trolleys. Before the war, the railways regular]: operated 
870 restaurant car services, in which millions of meals were 
served en route at very reasonable prices. Later developments 
also included the provision of tea cars and buffet cars. 
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The Scrap Heap 


AGony COLUMN 
Owner of 1940 Ford would like to 
correspond with widow who owns two 
tyres. Object matrimony. Send picture 
of tyres.—From the ‘‘ South Ajrican Rail- 
ways & Harbours Magazine.”’ 
* . * 
DIMINISHING INCOMES 
Sir John Anderson, the Chancellor of 
the Exchequer, in the House of Commons 
on March 8, said: ‘‘ A single man, whose 
income, £66,000, is all earned, pays 
£61,024 17s. 6d. in tax, of which £60 will 
be refundable as a _ post-war credit; a 
single man with £66,000 income wholly 
unearned pays £61,099 17s. 6d. in tax, of 
which £10 wil! be refundable as a post- 
war credit.’’ 
* . . 


A naval officer, who landed with the 
invasion troops at Licata, Southern Sicily, 
had to go to Syracuse. Traffic had 
stopped on the railway because the line ran 
too close to the front line. Lieut. G. S. 
Ritchie, D.S.C.., R.N., therefore, 
borrowed a train. To use his own descrip- 
tion: ‘‘I wanted to get Syracuse, 200 
miles away on the other wing of the front. 
To go by train was the simplest way, but 
all traffic had stopped. I decided to run 
my own ‘Syracuse Special.’ Lieut. 
Ritchie found an engine and a refrigera- 
tor van which looked intact, and 
persuaded a driver and fireman to make 
the journey. Then, just as they were 
leaving, he came up against the station- 
master. He would not let them go with- 
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out a receipt, so Lieut. Ritchie tore a slip 
from his notebook and wrote ‘‘ Réceived 
one steam engine and one van,’’ signed 
it and gave it to the stationmaster who 
was then quite happy. The lieutenant 
rode along the track ahead of the train 
on a four-wheeled motorcycle to make 
sure there were no obstructions. By the 
time Syracuse was reached they had 
acquired a passenger coach and a load of 
Italian passengers, not to mention several 
holes from sniper’s bullets. At Syracuse 
the whole train was turned over to the 
military authorities who were very glad 
to have it. 

* * * 

RaILway Quiz 

Chairman: Now, gentlemen, we have 
the four railway chairmen here to answer 
any questions which stockholders may 
like to put. Fire away. 

Ist Stockholder: Does the clause in the 
Government agreement, providing for the 
handing back of the railways not less than 
one year after the end of the war, refer to 
the German war or the Japanese ? 

Answer: The agreement was made in 
1941, before we were at war with Japan. 
But the Government will have the last 
word on interpreting the clause. 

2nd Stockholder: How much has war- 
time traffic increased ? 

Answer: A heap of a lot. L.M.S.R. 
ton miles of freight-train traffic were 
6,930 millions pre-war, 10,600 millions in 
1943—increase 53 per cent. Loaded 
wagon miles increased by 31 per cent. 
Passengers on Southern, multiplied by 
miles travelled, were 100 pre-war, 160 
present time; while passenger train mile- 











“*I clean forgot the bridges when I packed the passengers in! 
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age, on same basis, dropped to 70. There- 
fore, passenger-utilisation-of-stock index, 
pre-war 100, is now 230. On L.M.S.R. 
passenger miles pre-war were 100, in 1943 
170; passenger train miles 100, now 69. 
Utilisation index, therefore, was 100 pre- 
war and 246 now. Move right along the 
corridor, please. 

3rd Stockholder: How far has the war 
delayed normal renewal work? 

Answer: Great Western’s arrears are: 
Complete renewals of permanent way fif- 
teen months, locomotive renewals two 
years, passenger train vehicles three years, 
other maintenance work somewhat 
similar. Particulars for other companies 
are not disclosed, but probably are not 
dissimilar. Abnormal wartime wear and 
tear is excluded, and so is damage by 
enemy action. 

4th Stockholder: How 
revenues vary under the agreement? 

Answer: L.M.S.R. figures for 1943 
showed that 94 per cent. of total revenue 
was non-variable, 6 per cent. variable. 

5th Stockholder: Do the railway boards 
want nationalisation ? 

Answer: No, by Jupiter, no. 

5th Stockholder (pertinaciously): Do 
they want the present agreement altered? 

Answer: Apparently not, but the em- 
phasis varies. Presented with a_ stock- 
holders’ resolution in virtually identical 
terms, the L.N.E.R. Chairman undertook 
to be its postman to the Minister of War 
Transport; the L.M.S.R. Chairman stated 
that he would obtain the opinions of the 
other companies. But the Great Western 
Chairman stated that any approach for 
revision now would be premature and con- 
trary to the spirit in which the agreement 
was accepted. Betting, 100 to 1 against 

6th Stockholder: What do the com- 
panies want after the war? 

Answer: First, adjustment of rates and 
fares before the railways are handed back; 
secondly, equality of competition with 
the roads; and thirdly, Great Western 
suggestion, the maintenance of railway 
tracks to be treated as part of the whole 
system of national highways. 

7th Stockholder: What is the post-war 
revenue goal, and what are the chances 0! 
getting it? 

Answer: The goal is the standard 
revenues under the 1921 Act. As to the 
possibility of achieving it—(Here recep- 
tion faded out, and the 9 o’clock News 
Bulletin was  heard).—From * The 
Financial News.” 


far can railway 
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AFFAIRS 


(From our correspondents) 


INDIA 


Increases in Rail Traffic 
Military traffic 
which in 1938-39 amounted to less than 
half-a-million tons, in 1942-43 amounted 
to 12-9 million tons. The pre-war figure 
for the number of military special trains 
run a year of from 300 to 350 is now being 
considerably exceeded each month. 

As to the movement of civilian food 
traffic, over 2$ million tons of foodstuffs 
were transported in 1942-43. Before the 
war, this traffic was seasonal, and the rail- 
ways were able to adjust the use of rolling 
stock to meet the annual peaks; but such 
measures now have become extremely 
difficult, due to the disappearance of the 
slack seasons. 


WESTERN AUSTRALIA 


New Garratt-Type Locomotives 

The first of ten Garratt-type locomotives 
which are being constructed in Western 
Australia for the Commonwealth Land 
Transport Board has been completed. The 
main contractor for the building of these 
ten engines is the Western Australian 
Government Railways. 

On November 17, before assembled mem- 
bers of the staff of the Midland Junction 
Workshops, the Minister for Mines (the 
Hon. A. Panton) formally handed over the 
first locomotive to the Director-General of 
Land Transport (Sir Harold Clapp). The 
Chairman of the Board of Area Manage- 
ment, Department of Munitions (Mr. H. L. 
Brisbane), who presided, detailed the work 


over Indian railways, 


would equal, if not exceed, that of other 
states. 

Mr. Ellis said that the manufacture of the 
engines was unique; it was divided into 
15 sub-assemblies and further divided into 
component parts produced in_ several 
states. It required no mean feat of 
organisation to get all the right pieces in the 
right places at the right times. The design- 
ing of the locomotive had taken only three 
months, whereas in normal times it would 
have required the best part of two years. 

For the time being it is intended that the 
ten locomotives under construction in 
Western Australia shall be used in traffic 
on the Government Railways of that state ; 
but they will be available for use on 
3 ft. 6 in-gauge lines elsewhere if required. 
Some particulars of the engines are as given 
below :— 
Cylinders (4) 


144 in. dia. x 24 in. 


stroke 
8 in. dia. 
6in. 
80 per cent. 
4f1.Oin. 
200 Ib. per sq. in. 


1,054 sq. ft. 
481 sq. fe. 
163 sq. ft. 


Piston valves 
Maximum valve travel 
Maximum cut-off 
Coupled wheels, dia. 
Boiler pressure 
Heating surfaces— 
Tubes aa 
Flues ° 
Firebox and arch tubes 


1,698 sq. fe. 
315 sq. ft. 
35 sq. ft. 


Total 
Superheating surface 
Grate area 
Tractive effort at 85 per cent 
boiler pressure 
Adhesive weight ... 
Water capacity i 
Coal capacity (water level) 
Total weight in tiie order ... 
Axle load nes is 


The locomotive 
supervision of Mr. 
Engineer, Western 


34,420 Ib. 

68 tons 

4,200 gal. 

6 tons 

119 tons 

8 tons 10 cwt. 


was detained under the 
*, Mills, Chief Mechanical 
Australian Government 


New Garratt-type locomotive built by the Western Australian 


involved in the manufacture of the Garratt 
locomotives to improve the operation of 
3 ft. 6 in.-gauge railways. He outlined the 
work which the Commissioner of Railways, 
Western Australia (Mr..J. A. Ellis), as 
Director of Locomotive & Rolling Stock 
Construction, and the Chief Mechanical 
Engineer, Western Australian Government 
Railways (Mr. F. Mills) had undertaken in 
designing an entirely new type locomotive 
embodying some of the well-known Garratt 
features. He said that as the drawings 
had become available for the engine, the 
manufacture of parts had been put in hand 
in over 100 workshops throughout Aus- 
tralia; that co-operative effort had made 
rapid production possible. On account of 
the isolation of Western Australia, the 
greater portion of the new engine had been 
manufactured in that State. 

In handing over the locomotive, Mr. 
Panton stressed the fact that throughout 
the war Western Australia had done every- 
thing to assist the Commonwealth Govern- 
ment. He could assure Sir Harold Clapp 
that the workmanship on the machines 


Railways, who was seconded by the State 
Government to the Australian Common- 
wealth for that work. 


UNITED STATES 


C.T.C. Equipment 

The St. Louis-Sdn Francisco Railway has 
placed an order with the Union Switch & 
Signal Company for the materials required 
for the installation of centralised traffic- 
control over 40 miles of single track between 
Nichols and Monett, Missouri. In addition 
to the control machine, which is to be 
located at Springfield, 4 miles east of 
Nichols, and code apparatus, the order 
includes searchlight high and dwarf signals, 
style ‘‘M-2” switch motors, and acces- 
sories. Installation will be effected by the 
railway staff. 

Orders have been placed with the same 
manufacturers by three railways for 33 sets 
of automatic trajn-control equipment, all 
for use on steam locomotives. The Union 
Pacific Railroad has ordered 8 sets of the two- 
indication continuous type, with speed con- 
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trol, for use between Portland and The 
Dalles, Oregon; the Chesapeake & Ohio 
Railway requires 10 sets of the intermittent 
inductive train-stop type for use on the 
“ K-4”’ type locomotives now under con- 
struction by the American Locomotive 
Company; and the New York, Chicago & 
St. Louis Railroad has 15 sets of the inter- 
mittent inductive train-stop type on order 
for the ‘“‘S”’ class locomotives, which are 
being built by the Lima Locomotive Works, 
for working between Fort Wayne, Indiana, 
and Chicago. 

In the September 10, 1943, issue of The 
Railway Gazette it was stated that a con- 
tract for part of the extensive c.t.c. scheme 
of the Denver & Rio Grande Western 
Railroad between Agate and Helper, Utah, 
had been placed with the Union Switch & 
Signal Company; actually, the General 
Railway Signal Company is carrying out 
this contract, and the error is regretted. 


Santa Fe Collision 


The report of the Interstate Commerce 
Commission on a collision which occurred 
on August 20, 1943, on the Atchison, 
Topeka & Santa Fe Railway System at 
Gallup, New Mexico, has been published. 
The trains concerned were the second and 
third sections of No. 3, the California 
Limited. The Commissioner attributes the 
accident to the inadequacy of the signalling 
at Gallup. The line here is double, and is 
controlled by automatic block signals, 
timetable, and train orders. Second No. 3 
was standing at Gallup with its rear end 
565 ft. east of the station, nominally pro- 
tected by signal No. 1563, 2,624 ft. to the 
east of the point of collision, and No. 1561, 
5,170 ft. further east. Third No. 3 passed 
signal No. 1561 at 68 m.p.h., with a clear 
indication, and had reduced to 55 m.p.h. 
1563, a two-indication colour-light 
(yellow and red) signal, which was display- 


Government Railways 


ing the yellow, or restricted-speed, indica- 
tion, and by which the driver was authorised 
to pass, although he should have done so 
at a lower speed. He next saw the tail of 
Second No. 3, and its flagman’s signals, and 
by an emergency application brought his 
speed down to 20 m.p.h. before the collision 
occurred. Second No. 3 was moved for- 
ward bodily some 40 ft; the all-steel coach 
on the back of the train was lifted on to 
the front of the locomotive of Third No. 3, 
and telescoped the all-steel box car ahead 
of it ; 203 persons were injured. The flag- 
man of Second No. 3 had not left detonators 
or a lighted fusee on the track for the pro- 
tection of his train ; but the principal cause 
of the accident was that the tail of Second 
No. 3 was well outside the limit of the track 
circuit at the station. With better track- 
circuit protection, the report states, Third 
No. 3 would have received a restricted 
speed indication at signal No. 1561, and a 
stop-and-proceed indication at No. 1563 ; 
the company is recommended by the Com- 
missioner to make alterations to its signal- 
ling at Gallup accordingly. 
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Organisation in Relation to Engineering’ Output and 
Efficiency on the L.N.E.R.* 


A description of the organisation of some of the work in the 


Engineering Department, 


by Mr. J. C. L. Train, 


M.C.. 


M.Inst.C.E., Chief Engineer, L.N.E.R. 


N the engineering profession the author 
has found a tendency on the part of 
very capable technical men to ignore or to 
be deficient in the powers of organisation; 
and although technical ability alone may 
serve in the early days of an engineer's 
career, all railway engineers will agree 


neer or his office. As a guide to the 
responsibilities of Area Engineers, they 
have been made responsible for schemes 
estimated to cost less than £5,000, 
schemes estimated to cost £5,000 or more 

: the Chief Engineer’s 


are ‘‘ vetted’’ by 
office before going forward. Area Engi- 
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that this does not alone suffice when an 
assistant reaches the position of a Dis- 
trict or Resident Engineer, wherein the 
powers of organisation play just as im- 
portant a part as technical ability and 
experience. If this requires any further 
emphasis, the following facts might be 
mentioned. In 1938 the expenditure on 
maintenance and renewals, excluding sig 
nalling, for which the engineers of the 
British main-line railways ‘were respon- 
sible amounted to £19,191,915. The staff 
controlled by the Chief Engineer of the 
London & North Eastern Railway at the 
end of 1943 numbered 29,307. 

It is necessary, first of all, 
about the place that the Engineer’s 
Department occupies in the general 
organisation of a railway. Fig. 1 depicts 
in outline the organisation on the London 
& North Eastern Railway. 

Referring to the Engineer’s Department 
in particular; broadly, under present con- 
ditions, Head Office, which is being built 
up with a skeleton staff only, lays down 
policy and standards and verifies that 
these are being given effect to by the 
Area Engineers, who have the necessary 
staff for preparing schemes, designing 
structures, formulating programmes, etc., 
and for carrying out work. Each Area 
Engineer has Assistants and District En- 
gineers under him for -new works and 
maintenance purposes, and all communi- 
cations are passed through the Area Engi- 
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Organisation on the L.N.E.R. 


neers let contracts for maintenance work 
under their own name if the cost is less 
than £5,000. The Chief Engineer is, of 
course, kept informed of all schemes sent 
forward and contracts let. 

Fig. 2 shows the organisation of the 
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Chief Engineer’s Department, London & 
North Eastern Railway. 3 

The functions of the Engineer’s Depart- 
ment may be broadly divided into two 
categories: (1) new works; (2) renewals 
and maintenance of existing railways, etc 
It is the latter, the work that comes under 
Abstract ‘‘ A’’ which is mainly considered 
here, but the organisation of a Head Office 
must control the former also. 

The divisions of the technical staff in 
the Area head offices must be more 
numerous than in the districts. In the 
latter it is clearly unnecessary and im- 
practicable to cater for carrying out some 
categories of technical work, inasmuch as 
it is far from economical to employ a 
qualified staff whose experience and 
ability would not always be fully utilised. 

The London & North Eastern Ratiway 
is probably exceptional in linking up very 
closely the civil and signal and telegraph 
work in its engineering organisation. This 
is admittedly a subject capable of. infinite 
debate in view of the highly complicated 
developments in all branches of the engi- 
neering profession. It is probably suffi- 
cient for the present purpose to state 
that it is found to be economic to take 
full advantage of the organisation of the 
Engineer's Department for this purpose— 
more particularly the services of Dis- 
trict Engineers. District Engineers are 
located at convenient centres throughout 
the company’s system, and much of their 
work is, in any case, closely associated 
with that of the Signal & Telegraph Sec- 
tion, and there are expert Signal & Tele- 
graph Engineers in each Area, as well as 
an Assistant Chief Engineer (Signals) at 
Headquarters, who can advise on_ the 
more complicated aspects of the work. 

A District must, on the one hand, em- 
brace no greater mileage or number of 
structures than the individual in charge 
can maintain. He must be in touch with 
all activities and requirements down to 
a certain degree of detail. Such requisite 
knowledge must not be more than he can 
digest, and his area must not be greater 
than he can visit with frequency. In 
addition to his office staff, the District 
Engineer should know personally the 
characteristics of his non-commissioned 
officers out on the line or at his shops and 
depots. 

The yard-measure for arriving at the 
ideal size of a District may include con- 
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Fig. 2—Organisation of the Chief Engineer’s Department of the L.N.E.R. 
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Diagram showing how the signal section is linked with the 


Engineer’s Department 


Engineers may have a 
promotion. 


Broad methods 


sideration of mileage in some form, or the 
number of men to be controlled. Experi- 
ence is, however, as good a guide as any, 
and it would seem to point to a measure 
of 375 route-miles, perhaps equivalent 
normally to 650 single miles, whilst the 
employment of 1,500 men may form a 
pointer to the ideal intermediate size of a 
District. In the author’s opinion it is 
important that there should be different 
sizes of Districts, graded as small, inter- 
mediate, and large, so that junior District 


supervising personnel 


may be 


miles. 


responsible 


alternatively, trolley 
ten men or more per gang. 
two systems are 


L.N.E.R. CALENDAR FOR SYSTEMATIC MAINTENANCE OF PERMANEN 





| 
Week j! F 
| nstruc 
contain- | Work to be carried out | tion No. 
| 


ing 
| 


Jan. 
| Overhaul Chair Fastenings, P. & C. Bolts and Liners. 
8 | Regauge. 


15 | Repair Track. Putinall spot sleepers on 
} and. 
22 Check and adjust gauge, cross levels and 


suitable 


of maintaining 
are similar on any railway, the essential 
comprises 
manent Way Inspectors, each of whom 
for some 
His section may consist of lengths 
manned by an average of four men or, 
entailing 
the main 
which 


sections 
In 
available by 


37 


line of 


| Weed and Trim Cess and Grass Verge. 
| Clean out Drains. 


Repair Track. 


track 
Per- 


route- 


to 


T WAY. ENGINEER’S DEPT. E. 


cant. 
29 Lift, pack and line. 


BURN 
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control the men’s daily activities. Under 
one system the items of work to be done 
for each week of the year are set out as 
shown in the ‘‘ Calendar’’ below so that 
supervision and organisation are simpli- 
fied. Under the other system a stretch of 
the length is allotted for each week’s work, 
when all duties that appertain to mainten- 
ance are expected to be seen to. This 
method is to some extent experimental at 
the moment. Whatever procedure is in 
force, the manning of the railway must 
be according to a formula which takes into 
account the work to be done by reducing 
duties to the equivalent of 1 yard of track. 

On the London & North Eastern Rail- 
way signalling communications, for 
brevity termed “‘ signalling,’’ come under 
the jurisdiction of the Engineer’s Depart- 
ment. Perhaps the outstanding feature 
in such an organisation consists in the 
fact that the control of the staff and the 
execution of the work (apart from con- 
tracts) come under the District Engineer, 
so that his organisation becomes available 
and advantages accrue in respect of trans- 
port, materials, and staff. Fig. 3 shows 
how the Signal] Section is linked up with 
the Engineer’s Department organisation. 

The programme of renewals can be for- 
mulated on the same lines as other pro- 
grammes, and visits of inspection in 
respect of items suggested can be included 
in the general annual inspection of per- 
manent way and structures. Here again, 
the physical condition of rodding, con- 
nections to gates, and signals, initiates 
proposals from the District, and Area 
Head Office formulates proposals in 
matters of which it alone has the neces- 
sary records, such as locking frames and 
electrical equipment as well as items of 
renewal that may require inclusion on 
account of an improvement proposed in 
operating facilities. 


| 
| Instruc- 


Work to be carried out : 
tion No. 


(As in Weeks 3 to 6.) Instrn. No. 3. 


| Tarring Huts, etc. Put,in all Isol. P. & C. and Fencing on 
Feb. hand. 


5 Reseat railsin chairs. Tidy up. 





dead grass, 

leaves and - 

refuse when |~ | 

weather is | Overhaul Chair Fastenings, P. & C. Bolts and Liners. Re- 

suitable gauge. | 

| Clean slopes. | 
| Instrn. No. 6 


12 Pack Hanging Sleepers, throughout Length 


19 | 
| | 
26 =| Oil Fishplates. , 
stor. | ie atid 3 Repair Track. | 
j 0 | 
12 Overhaul Chair Fastenings, etc. Regauge. Clean and Renew Ballast. Drain Wet Joints. 


19 | Pull back Rails | | | i 
; R Track. 
ee Trim Hedges and Casual Shrubbery. 
Repair all Fencing and Tighten Wires. 
Tidy up throughout Length. Putinisol. P. & C. 


(As in Weeks 3 to 6.) 


| Pull back Rails. 


! | Pack H Sleepers, throughout Length. 
s Fas seta doe . : Repair Track. 


| 
23 | Clean and Renew Ballast. Drain Wet Joints. 
30 Weed and Trim Cess. 
May 
7 Cut Grass Verge and Coarse Growth. 
14 | 


(As in Weeks 3 to 6.) 





| Pack Hanging Sleepers throughout Length. 


Overhaul Chair Fastenings, P. & C. Bolts and Liners. 


R r Track. 
eae Regauge. 


(As in Weeks 3 to 6.) 


21 
28 


June 


| 
| 
ee 
i | Pack Hanging Sleepers, throughout Length. 2 | R 
"Te Sa eee erremmeega | 51 17 
25 Cut and Burn Grass. 
{ 


| Repair Track. 
(As in Weeks 3 to 6.) 


| 
| 
| 
ot 
| 
| 


3 


4 


52 24 +| Pack Hanging Sleepers, throughout Length. 


| 
| 
| 
| 
: 





Notes.—Point Oiling (Instrn. 13) cleaning Station Yards, keying up in hot weather are to be carried out at times specified by the Inspector without the issue of an 
Instruction Slip. m . : 
Instruction numbers refer to both Ganger's and Inspector's booklet of instructions 
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In Situ Ballast Cleaning 


The Illinois Central Railroad is using new methods for 
ballast cleaning, and deals with a mile of single track in 
two hours 


ON the Illinois Central Railroad of the 

United States the stone ballast used 
is mainly crushed limestone, which 
suffers more disintegration through abra- 
sion than some of the harder stones. 
Also, large areas served by the line are 
agricultural, and wind-blown dirt from 
these highly developed lands deposits 
itself on the ballast, causing further 
accumulations of solid matter which are 
impervious to drainage. In addition, 
there is coal dust leakage through the 
floors of hopper cars, on routes carrying 
heavy coal traffic. An investigation by 
the University of Illinois of samples of 
dirt removed from ballast on the Illinois 
Central system showed it to consist of 41 
per cent. limestone dust, 45 per cent. soil 
from adjacent fields, and 11 per cent. 
coal dust; the remaining 3 per cent. was 
moisture. In the vicinity of stations and 
marshalling yards, and on rising grades, 
there are additional causes of fouling, 
such as sand. Contributory causes of foul 
ballast are inadequate surface and sub- 
surface drainage; excessive expansion 
spaces between rails, battered rail-ends 
and badly-packed joints, which result in 
“ movement under traffic; and 


abnormal | and 
wheels, which have a similar 


flats on 
effect. 

During the past two years, the heavy 
increase in traffic as a result of the war 
has accentuated these conditions, and the 
unusually heavy rainfall has made 
matters still worse. Vegetation tends to 
grow in the dirt-filled interstices between 
the stone, with further lowering of the 
ballast efficiency. More than ever, there- 
fore, systematic ballast cleaning ‘has 
become a necessity. 

In past operations of this kind, a 
limited amount of cleaning has been done 
by forking, or by the use of ballast 
screens, but in labour this has been so 
costly that it has been found more eco- 
nomical to throw away the old ballast to 
a certain depth below the sleepers, and 
to replace it with fresh. By 1922, how- 
ever, several types of machine for screen 
ing ballast had been brought into use. 
One, introduced on the St. Louis Division 
in 1923, consisted of a revolving screen, 
a feeder trough, a cleaned ballast distri- 
butor, and a dirt conveyor, all arranged 
on a steel frame with wheels for travelling 
over the line, and with a petrol-power 
unit for working the screen. A crew of 
18 men, 12 shovelling ballast into the 
feeder trough, was needed to operate this 
plant, but the loss of time of so large a 


gang, when it was necessary to suspend 
operations to clear the trains, made it 
uneconomical, and the plant was not used 
again after the first season. Then came 
the depression, and in the retrenchment 
of the next decade, ballast cleaning was 
deferred, so that the arrears to be over- 
taken are now unusually large. 

Hand screening is no longer justifiable, 
except on a very small scale, due to the 
efficient ballast screening machines now 
available. Other machines are available 
for some degree of ballast improvement, 
such as scarifiers and road graders, which 
cut the ballast away from the ends of 
the sleepers, but do not clean it; the 
scarifier lowers the mud level by stirring 
up the ballast, leaving it looking clean, 
but actually the dirt has settled down to 
a lower level, where it is just as objec- 
tionable. 

In 1942 the Illinois Central engineering 
department decided to attack the 
drainage problem more thoroughly, and 
after investigating various types. of 
machines, purchased two McWilliams’ 
““Moles,’’ specially designed for such 
work. Usually these operate in pairs, one 
in the inter-track space, and the other in 
the outside shoulder of the ballast, and 
each can move from 700 to 1,200 lin. ft. 
of ballast in a working day. Two digging 
arms, at the front end, feed the dirty 
ballast to a conveyor belt, which carries 
it to a shaker screen. Here the dirt 
drops through the screen on to a lateral 
conveyor which carries it clear of the 
ballast, and on to the shoulder of the 
formation. The clean ballast is passed 
backwards by the conveyor belt to the 
space from which it was dug. These 
moles can clean to depths of from 8 to 
16 in. below the undersides of the 
sleepers. They are powered by petrol 
engines, and move along racks which are 
laid in sections on the sleeper ends, to 
keep the machine running in a true line. 
When normally set, they lie clear of pass- 
ing trains, and so cause no interference 
with traffic. 

As considerably increased cleaning 
capacity was needed to cope with dirty 
ballast conditions, the Illinois Central, 
after further investigation, made a con- 
tract with the Speno Railroad Ballast 
Cleaning Co., Inc., for service with their 
ballast cleaning machine and its trained 
personnel unit, which first came into suc- 
cessful operation about 1929. This is a 
much more elaborate equipment, mounted 
on a long flat wagon, and consists of a 
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twin arrangement of scoops, belt cop. 
veyors, vibrating screens, ballast chutes, 
and scrapers, one set on each side of the 
wagon, together with a swing conveyor 
for disposing of the dirt. When in the 
cleaning position, the machine moves 
along the track at an average speed of 
about 1 m.p.h. 

Complete possession is required of the 
track in course of cleaning, but trains are 
permitted to pass on adjacent tracks at 
reduced speed; during the passage of 
trains, the machine temporarily suspends 
operation, to avoid any risk of throwing 
pieces of ballast against passing windows. 
The ballast is picked up by scoops, which 
are lowered into it by power screws, 
Each scoop is essentially a box 24 in. 
wide, with two sides and an inclined 
bottom, but no top or ends, and can be 
lowered to any desired depth up to a 
maximum of 2 ft. 5 in. below rail level. 
The usual depth is from 8 in. to 10 in. 
below the underside of the sleepers. Each 
scoop is equipped with a conveyor belt 
which carries the dirty ballast to elevat- 
ing conveyors, and these in their tum 
deliver it to vibrating screens.’ The clean 
ballast can be passed back between the 
rails, or out on to the ballast shoulder 
as desired. 

The dirt from the screens is delivered 
to an 18-in. belt conveyor supported by 
a 23-ft. boom, pivoted under a dirt 
hopper, and the boom can be swung out 
on either side of the wagon; it is long 
enough, in fact, to throw the dirt across 
an intervening track to the outer shoulder 
of the formation. Ballast not picked up 
by the scoop, close to the sleepers, is cut 
away by a manually-controlled tool, and 
requires a second trip of the machine for 
cleaning; two passes or cuts are thus 
always made, and occasionally three or 
four if the ballast is particularly dirty. 
Power for movement is provided by a 
locomotive, and in normal practice 2 hr. 
is needed thoroughly to clean a mile of 
ballast. 

The machines. described clean the 
ballast only in the shoulders and in the 
space between tracks, and in the course 
of time, no doubt, dirt from the ballast 
in the four-foot way may wash down and 
foul the shoulder ballast again. This may 
shorten the intervals between ballast 
cleaning, but on the ground of expedi- 
tion and minimum interference both with 
traffic and the ballast bed, this method 
is preferred to a complete stripping of 
the track for ballast cleaning purposes, 
and it is also of maximum value in assist- 
ing the drainage of surface water away 
to both sides of the track. The intervals 
between ballast cleanings vary from two 
to eight years, according to local condi- 
tions, and efficient drainage is, of course, 
the primary aim in every such ballast- 
cleaning operation. 





Dorman Lone .& Co. Ltp.—The state- 
ment by the Chairman, Viscount Green- 
wood, P.C., ‘circulated with the report 
and accounts for the year to Septem- 
ber 30, 1943, takes the place of the cus- 
tomary speech at the annual general 
meeting. It was not possible for the 
report and accounts to be completed in 
time to hold the annual general meeting 
during 1943. 

Provisions for renewals,  relinings, 
repairs and for other purposes showed a 
substantial increase arising from provi- 
sions for necessary expenditures at the 
iron and steel works and collieries, accru- 
ing liabilities for surface damages at the 
collieries and ironstone mines and other 
contingencies. 


In November, 1943, the company’s 
issued share capital was increased by the 
isuse of 1,900,000 new ordinary shares at 
27s. a share. The proceeds of the issue 
were applied towards the redemption (at 
a premium of 5 per cent.) of the out- 
standing 5 per cent. debenture stock -of 
the company on January 17, 1944, the 
balance required for the redemption of 
the 5 per cent. debenture stock being 
provided out of the company’s cash 
resources. 

A marked improvement in the com- 
pany’s financial position and credit had 
been effected by repaying and discharging 
over £3,000,000 of 5 per cent. debenture 
stock and bringing the ordinary share 
capital into reasonable proportion to the 


total of the company’s share and loan 
capital. As a result of these arrange- 
ments the financing of further improve- 
ments and developments.at the iron and 
steel works and other departments as well 
as long-term contracts for structural engl- 
neering and bridge work at home and 
abroad would be greatly facilitated. 

The company continued to make aa 
outstanding contribution to the war effort. 
Thanks were due to the management, 
staff, and all employees for the excellent 
services they had rendered under harsh 
war conditions. 

The adjourned 54th ordinary general 
meeting of the company will be held at 
Winchester House, Old Broad Street, 
E.C.2, on March 28 at noon. 
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THE RAILWAY GAZETTE 


Signalling Developments in Switzerland 


Colour-light signals, displaying a variety of multiple aspects, 
eleciric power working, and automatic train control are being 
progressively installed 





TH first signalling installations in 
Switzerland, which were very simple, 

Ver based on the practice obtaining on 
the South German lines and all subse 
quent development has been strongly 
nfluenced by German principles of traffic 
Phe well-known firm of 
wnabel & Henning of Bruchsal, Baden 
lished in 1863, carried out a 

f work through an affiliated con 

cern at Wallisellen, near Zurich, the suc- 
essors of which are still in business. The 
German firm of Jiidel of Brunswick set 
up a works at Olten and supplied a cer- 
tain amount of equipment The double 


working. 


good 














Wire system ol 
adopted in 
retained for points. 
go, however, wire 
for them also 
considerable variation in the signal aspects 
used by the separate railways, but as 
their absorption into the Federal system 
uniformity was gradually 


signal operation was 
1880, but rod working was 

About twelve years 
working was adopted 
There was at one time 


progresse¢ cd 
ittained. 

Semaphores for stop signals and discs 
for distant signals, the German practice, 
became the almost universal rule, with 
trailable points and point indicators, and 


hunting prohibition signals, an essential 


@ 
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accompaniment of the use of point indi- 
cators. The home signal was always 
placed at some distance in rear of the 
fouling point and special electrical means 
of holding the road used, released either 
by the train itself or the supervising 
official in the station, who, as in Ger- 
many, exercised a direct control over all 
signalling movements. Block apparatus 
was generally of the Siemens magneto 
type, although a few other arrangements 
were also in favour, and was applied to 
both single and double lines, supple 
mented by the large signal gongs so fre- 
quently seen on the Continent, rung from 
station to station. 


At the smaller 
was frequently 


stations the signalling 
worked from a_ frame 
ilongside the station building in the 
middle of the layout; the crank-handl 
type of frame was in use on some routes. 
The distant signal was worked simul 
tancously with the home signal and an 
ther independent distant, called the 
through-running signal, used to announce 
the condition of the = starting 
\fter experiments with various 
colours, yellow and violet, red 
and green were selected for the indica 
tions of stop signals and, to make distant 
quite distinctive they were 
arranged to show double green or double 
white (horizontally). This _ situation 
iasted until 1935, when double yellow and 
double green were adopted. rhe violet 
light, however, was adopted to indicate 
shunting prohibited ’’ and as a_ head 
light for shunting engines. There was 
practically no power signalling until after 
the last war. The Loetschberg line, how 
ever, installed an electro-pneumatic in 
stallation of the Bruchsal type, using 
low-pressure diaphragm mechanisms, at 
Spiez shortly before that war. This is 
understood to be still in service. 


signs 
ignal. 
some 


such as 


signals 


Above : Multiple-aspect home signal, with. distant below repeating the 
starting signal in advance, and route indicator 
Left: Two-aspect colour-light signal and (behind) shunting prohibition 
signal showing ** shunting prohibited” 
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signalling 
1920 at 
been 


The first all-electric power 
installation was put in in 
Goeschenen and this system has 
adopted for all work carried out since. 
The large installation at Zurich central 
station, which includes a multiple-row 
type power frame, was fully described in 
our issue for February +, 1938, and an- 
other near Lucerne which, though small, 
incorporates some interesting~special fea- 
tures and is remotely controlled from 
Lucerne station, was illustrated in our 
issue of April 12, 1940. The automatic 
single-line signalling between Lucerne and 
Fluhmiihle was described in our issue for 
October 1, 1937. Although motor-operated 
semaphores and discs were seen in the 
first power installations all those laid 
down during the last few years have 
equipped with colour-light signals In 
our issue for February 7, 1936, we gave 
particulars of the special arrangements 
adopted to enable colour-light signals to 
provide an _ additional  distant-signal 
ispect, in conformity with the speed 
signalling principles previously adopted. 
Phe aspects used appear somewhat 
elaborate to British engineers and neces- 
sitate the employment of a large number 
of lenses in some signals, as seen in the 
illustrations accompanying the present 
article but follow logically from the 
forms of signal employed before colour 
lights were introduced. In 1933 the 
Federal Railways decided to_ instal 
the Signum intermittent inductive aut: 
matic train control at all distant signals 
and, except for a few gaps here and there, 
the main routes have now all been 
equipped. This apparatus was described 
in our issue for February 16, 1934 

Originally the home signals at junc 
tions and at the entrance to a station 
loop, or yard, gave two proceed indica 
tions, namely, ‘‘ proceed at authorised 
maximum speed ’’ (one green light) and 

proceed at reduced speed ’’ (two green 
lights) and, when colour-light signals 
were introduced the distant signals were 
arranged to give corresponding indica 
tions, as follows: 


beer 


Caution: horizont 


ally; 
(Attention: Yellow 
light, diagonally; 


[wo yellow lights, 


light and = green 


Proceed: Two green lights, diagonally. 

Oa October 6, 1940, a new 
ispects was brought into force, after the 
introduction of new designs of points 
which allow of the diverging route being 
taken at speeds up to about 55 m.p.h., 
to be used at running junctions and 
changeover points between single and 
double lines. To take full advantage of 
this and reduce to a minimum any risk 
of mistake where both old and new 
designs of points might be in use the new 
code provided for four-aspect speed sig 


code of 
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Above: Two-aspect starting signal and 
(left) two shunting prohibition signals 
showing ** shunting permitted” 
Right Three-aspect distant signal 
with A.T.C. track magnets. (Note 
wooden poles for contact wire supports) 


nalling indications at both distant and 
home signals, as shown below :— 

(The old two-arm German pattern junc 
tion semaphores, only used where the old 
type points are in use, have had _ their 
arm changed to 


lower glasses 


yellow.) 


green 


Home signal aspect 


Stop... on ... Red light 


Proceed at speed . Green light 


Proceed at reduced speed 


(old type points) yellow light 


Proceed at reduced speed 


(new type points) green light 


Where 
near one another a 


two points of divergence occur 
single home signal, 
electric route locking, is used and 
combined aspects, read downwards 
serially, such as aspects 2 and 3 above, 
are placed one ovet the other. In that 
distant-signal aspect is made to 
refer to the most restrictive condition in 
advance. At the entrance to terminals 
and other places where there are several 
routes and speed signalling is considered 


WIth 


case the 


Green light over 


Green light over 
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facilities required, 
indicators are em- 


give all the 
route 


not to 
theatre-type 
ployed. 
Although many of the installations are 
not large, compared with some met with 
in other countries, the technical develop- 
ment of the equipment is of the highest 


Corresponding distant s gnal aspect 


Two yellow lights, horizon 
tally 


Caution 


Proceed 


Two green lights, diagon 
ally 


Yellow light and green 
light, diagonally 


Warning 


Two green lights diagon- 
ally, with yellow light 
over left-hand light 


Attention 


order and fully equal to the best class of 
work found in Great Britain or America. 
The privately-owned lines as well as the 
Federal Railways are now _ adopting 
colour-light signals for new work. The 
prevalence of steel sleepers, however, 
makes it difficult to adopt track circuit- 
ing to any extent and wheel counting 
upparatus has been applied at certain 
places, such as in the Hauenstein and 
Simplon Tunnels. 








PRICES OF MAaAcHINE Toots. — The 
Machine Tool Control, Ministry of Supply, 
reminds users of, and dealers in, machine 
tools that no machine tool produced in 
the United Kingdom and delivered after 
July 27, 1940, may be sold or purchased 
at a price in excess of that fixed by the 
Minister of Supply under the Control of 
Machine Tools (Nos. 2 and 5) Orders, 
1940. Similar restrictions as to price 
apply to British-made machine tools de- 
livered for export on or after August 15, 
1942. It is an offence under the Defence 
Regulations to pay or receive prices in 
excess of the above maxima, and a pur- 
chaser of a machine tool is recommended 
in his own interests to satisfy himself that 
he is not contravening the regulations. 


This may be done by communicating with 
the Director of Price Control, Machine 
Tool Control, Ministry of Supply, 59, 
Broadway, S.W.1, giving the name of the 
manufacturer of the machine, the nam¢ 
and address of the firm from which it was 
bought (if it was not purchased direct 
from the manufacturer), and also a 
description. 


SPANISH ELECTRIFICATION CREDITS.—Ad- 
ditional credits, amounting to 83,000,000 
pesetas, for the electrification of the 
Madrid—Villalba—Avila and _ Villalba— 
Segovia lines have been granted to the 
Ministry of Public Works under a special 
Law of December 13, 1943. Total credits 
granted for the electrificaticn of these 


lines have now reached’ 154,700,000 
pesetas. The latest credit has _ been 
granted as the result of the considerable 
increase in cost of materials since the 
original estimates were made. 


STORAGE OF Micro-F1Lm.—The use of 
micro-film for the reproduction of docu- 
ments has become very common in war- 
time conditions, and its safe storage is a 
matter of importance. Some recommen- 
dations for the storage of micro-film have 
been issued recently by the British Stan- 
dards Institution (B.S. 1153-1944). Copies 
may be obtained from the Publications 
Department of the Institution, 28, Vic- 
toria Street, London, S.W.1, price Is., 
post free. 
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RAILWAY 


PERSONAL 


Sir Gilfrid Gordon Craig has_ been 
appointed a Member of the London 
Passe'iger Transport Board for three years 
from February 21 last, in place of the 
late lonel Forrester Clayton. 


Mr. E. S. Bradley, M.B.E., A.M.Inst. 
C.E., District Engineer, Hull, L.N.E.R., 
who, as recorded in our February 25 issue, 
has en appointed District Engineer, 
York, joined the former North Eastern 
Railway in the District Engineer’s Office 


Mr. E. S. Bradley 


Appointed District Engineer, 
York, L.N.E.R. 


it Bishop Auckland, where he was en- 
gaged chiefly in the preparation of 
schemes for permanent-way alterations and 
renewals, buildings, structures, and so on. 
He was appointed Chief Draughtsman at 
3ishop Auckland in 1924, where his 
luties included the organisation of per 
manent-way maintenance and renewals in 
the district. In 1928 he was appointed 
Assistant District Engineer at Darlington, 
ind in May, 1939, District Engineer at 
Hull. Mr. Bradley was made a Member 
of the Order of the British Empire in the 
New Year Honours List, 1943. 

ASSOCIATED ELECTRICAL INDUSTRIES 

LIMITED 

Consequent on the death of Mr. W. C. 
Lusk Deputy-Chairman & Managing 
Director of Associated Electrical Indus- 
tries Limited :— 

_Sir George E. Bailey, Mr. H. N. 
Sporborg and Mr. P. S. Turner have been 
appointed Vice-Chairmen of Associated 
Elect ical Industries Limited, and mem- 
ders of the executive committee of the 
Doard 

_Sir George E. Bailey has been appointed 
Chai man of Metropolitan-Vickers Elec- 
trical Co. Ltd. 

_Mr. H. N. Sporborg has been appointed 
Chairman of the British Thomson-Houston 
Co. Ltd. 

_Mr. P. S. Turner will be appointed 
Chairman of the Edison Swan Electric 
Co, Ltd., Edison Swan Cables Limited, 
and Ferguson Pailin Limited. 
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Mr. W. S. M. Stapleton, who, as re- 
corded in our February 25 issue, has been 
appointed Acting Assistant Secretary of 
the Southern Railway Company, as from 
April 1 next, entered the Secretary’s 
Office of the late London Brighton & South 
Coast Railway Company in 1912. During 
the war of 1914-18 he served with the 
London Rifle Brigade and Royal Irish 
Rifles. Mr. Stapleton joined the Secre- 
tary’s Office of the Southern Railway 
Company, on the amalgamation; and, 
ifter serving in various capacities, he was 
appointed Private Secretary to the Chair- 


Mr. W. S. M. Stapleton 


Appointed Acting Assistant Secretary, 
Southern Railway Company, from April | 


man (the late Mr. Robert Holland- 


Martin) in 1939. 


MEMORIAL SERVICE FOR Mr. W. C. Lusk 

A memorial service was held on 
March 8 at St. Michael’s, Cornhill, for Mr. 
W. C. Lusk, Deputy-Chairman & Managing 
Director of Associated Electrical Industries 
Limited, and Chairman of the British 
Thomson-Houston Co. Ltd., whose death 
was recorded in our March 3 issue. Among 
those who attended were: 


Sir Felix Pole (Chairman), Mr. P. S. Turner 
(Assistant Managing Director), Sir George 
Bailey, Lord Bicester, Lt.-Colonel Sir John 
Chancellor, Messrs. C. L. Dalziel and N. B. 
Dickson, Group-Captain Sir Louis Greig, 
Colonel T. W. Pragnell, Messrs. O. H. Smith and 
H. N. Sporborg (Directors), R. H. Haviland 
(Secretary), J. H. Callaghan (Comptroller), 
Associated Electrical Industries Limited, and 
many other representatives of that company ; 
Messrs. G. M. Campbell, H. A. Lingard, J. S. 
Ramsden and H. W. H. Warren (Directors), 
F. Fraser (former Director), A. N. E. McHaffie 
(Secretary), and other representatives of the 
British Thomson-Houston Co. Ltd.; Mr. K. 
Baumann (Director & Chief Mechanical Engi- 
neer), Dr. A. P. M. Fleming, Messrs. G. A. 
Juhlin, D. MacArthur, H. C. Pierson (Directors), 
A. J. Samuelson (former Director) and other 
representatives of the Metropolitan- Vickers 
Electrical Co. Ltd.; Messrs. E. J. Summerhill 
and I. R. Cox (Joint Managing Directors) and 
A. Clements, Metropolitan-Vickers Electrical 
Export Co. Ltd. ; Sir Harry Railing (Chairman 
& Joint Managing Director), Messrs. L. C. 
Gamage (Vice-Chairman & Joint Managing 
Director) and N. A. Enticknap (Joint Secretary), 
General Electric Co. Ltd.; Mr. J. F. Stewart 
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(representing Mr. C. H. Minor, Director, Inter- 
national] General Electric Co. Inc., of New York) ; 
Mr. V. J. Radbone (International General 
Electric Co. of New York Ltd., also representing 
Mr. Gerard Swope, President, General Electric 
Company of New York) Commander Sir 
Charles Craven (Chairman & Managing Director), 
Vickers-Armstrongs Limited; Sir George Nel- 
son (Chairman & Managing Director), English 
Electric Co. Ltd. ; Sir John Greenly (Chairman) 
and Sir Archibald McKinstry (Deputy-Chairman 
& Managing Director), Babcock & Wilcox 
Limited ; Sir William Larke (Director), British 
Iron & Steel Federation; and Mr. Frank 
Parkinson (Chairman), Crompton Parkinson 
Limited 


The late Mr. J. A. Harris 


Assistant General Manager (Commercial), 
South African Railways & Harbours, 1929-35 


Harris, whose death was 
our March 8 issue, retired 
in 1935 from the position of Assistant 
General Manager (Commercial), South 
African Railways & Harbours. Mr. Harris 
was born in Yorkshire and commenced 
his railway career on the London & 
South Western Railway. In 1898 he 
went to South Africa and joined the 
Cape Government Railways, from which 
he was transferred in the next year to 
the Imperial Military Railways. He 
was Assistant Traffic Manager at Water- 
val Boven and Braamfontein, and subse- 
quently became Assistant to the Chief 
Traffic Manager. On the formation of the 
Union in 1910 he was appointed Assistant 
Superintendent for the Union, and later 
became Operating Superintendent, and 
then Chief Operating Superintendent. 
During the war of 1914-18 he was Divi- 
sional Superintendent at Kimberley, and 
in 1922 was appointed to a similar posi- 
tion at Pretoria. In 1927 he was made 
Assistant General Manager at Bloemfon- 
tein, with control over the Free State, 
Cape Midland, and Cape Eastern Divi- 
sions, and afterwards held positions as 
System Manager, first at Cape Town, and 
then at Johannesburg,. before being ap- 
pointed, in 1929, Assistant General 
Manager (Commercial). He wrote exten- 
sively on railway subjects, and contributed 
to technical journals, including The Rail- 
way Gazette, in which appeared his series 
of articles on ‘‘ Essential Services in 
Railway Operations and Control.’’ 
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Mr. R. E. L. Maunsell 
Mr. Richard Edward Lloyd Maunsell, 
C.B.E., T.D., M.I.Mech.E., M.I.Loco.E., 
M.A., whose death, in his 76th year, we 
recorded last week, was Chief Mechanical 
Engineer of the Southern Railway from 
1923 until his retirement in 1937. Mr 
Maunsell was born in Ireland, and was 
educated at Armagh Royal School and at 
Trinity College, Dublin. He served a 
pupilage under the late Mr. H A 
Ivatt at Inchicore, Great Southern «& 
Western Railway, Ireland, and later on 
the Lancashire & Yorkshire Railway 
under the late Sir John Aspinall; 
subsequently he had experience 
n the works and drawing office at 
Horwich until he was appointed 
Foreman in charge of the Black 
pool District, L.Y.R. In 1894 he 
was appointed Assistant District 
Locomotive Superintendent of the 
East Indian Railway, and in the 
course of the two years he spent 
n India was promoted to be Dis 
Locomotive Superintendent 
the Asansol District He re 
turned to Ireland, to the 
G.S.W.R is Works Manager at 
Inchicore in 1896, and served in 
that capacity until ippointed 
Chief Mechanical Engineer 
1911, on the retirement ol 
Coev 
In 1913 Mr. Maunsell accepted 
the position of Chief Mechanical 
iengineer of the South Eastern & 
Chatham Railway, as successor to 
the late Mr. H. S. Wainwright, in 
which position he had heavy 
responsibilities during the war ol 
1914-18. He was appointed Chiet 
Mechanical Engineer of the South 
ern Riilway on its formation 
Mr. Maunsell was twice Presi 
dent of the Institution of 
motive Engineers, in 1916 and in 
1928-29, and was Chairman of the 
Chief Mechanical Engineers’ Com- 
mittee of the Railway Clearing 
House for the year 1935. He held 
Lt.-Colonel in th 
Railway Staff Corps 
commission in 


Loco 


the rank of 
Engineer & 
but resigned his 
1937 He was made a Com 
mander of the Order of the 
British Empire in 1918. 

In 1923 the total locomotive 
stock of the constituent com- 
panies forming the Southern 
group amounted to 2,285 engines 
made up of 115 classes; in 1937 
there were 1,852 locomotives in service 
made up of 77 classes; this reduction was 
due partly to electrification, but also to a 
considerable extent to Mr. Maunsell’s 
policy of standardisation and rationalisa 
tion The introduction in 1926 of the 
‘‘Lord Nelson’’ class locomotives fot 
working the heaviest fast passenger ser 
vices of the company was received with 
much interest in locomotive circles; but 
for circumstances connected with permis 
loadings, the engines of this 
series would have been even more power 
ful than actually was the case These 
and the ‘‘ King Arthur ’’ class locomotives 
rank among the most efficient ol 
built for express passenger service on 
British railways; and both are noteworthy 
for their clean and symmetrical appear 
ance, as are the engines of the ‘‘ Schools’ 


sible axle 


those 


class 

Mr. Maunsell succeeded in showing that 
the 4-4-0 type locomotive with three 
cylinders, a large boiler carrying a high 
pressure, and medium-size coupled wheels 
can still be made effective and can perform 
a useful function in _ hauling fast 
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passenger trains other than those of the 
heaviest loads on a British main line. 

In connection with extensions of electri- 
fication on the Southern Railway, Mr. 
Maunsell was responsible for design of roll- 
ing stock. To him was due credit for the 
introduction of arm rests in third class 
carriages; indeed, he was a pioneer of the 
great improvement in third class accom- 
modation which has marked British rail 
way development in the last few years. 
He also introduced as a standard feature 
on Southern Railway main-line stock the 
buckeve coupler and Pullman-type vesti 


! f 
Lafavette 


The late Mr. R. E. L. Maunsell 


Chief Mechanical Engineer, Southern Railway, 1923-37 


bule Mr. Maunsell carried out much re 
work in connection with 
and carriage works of 


organisation 
various locomotive 
the company 
(See editorial note, page 270) 
We regret to record the death of Mr. 
Franklin Leigh, who retired last year 
from the position of District Manager, 
Lincoln, L.N.E.R A portrait and 
biography of Mr. Leigh appeared in our 
October 1, 1943, issue. 


L.N.E.R. APPOINTMENT 

[The L.N.E.R. announces that = Mr. 
F. E. Bailey, of the District Mineral 
Agent’s Office, Doncaster, has _ been 
ippointed District Mineral Agent, Don- 
caster 

Dr. Charles Sykes, who, as recorded in 
our January 21 issue, was appointed 
recently Principal of the Brown-Firth 
research laboratories and _ Technical 
Adviser to the Firth-Brown group of 
companies, has been appointed a Director 
of Thos. Firth & John Brown Limited. 
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L.M.S.R. APPOINTMENTS 

The L.M.S.R. announces the fol wing 
appomtments : — 

Mr. W. Dawson, Divisional Con:roller 
(Passenger Services), Office of Div sional] 
Superintendent of Operation, Manc)iester 
to be Divisional Controller (Freigh: Ser. 
vices), Office of Divisional Superint: nden} 
of Operation, Manchester, vice Mr. 4, B, 
laylor, promoted. 

Mr. S. Rigg, Assistant Superinte ident 
Wyre Dock, to be Goods & Dock uper- 
intendent, Docks, vice Mr. E 
Davies, retiring. 

Mr. J. L. Woodhead, Listriet 
rraffic Agent, Whitehaven, to be 
\ssistant Superintendent, Wyr 
Dock. 

Mr. T. E. 
District 
chester, to be 


Goole 


Jackson, Assistant t 

Manager, Man- 
Assistant District 
(;oods Manager, Bolton, 7 Mr 
J. E. Rigby, promoted. 

Mr. W. Waterworth, Assistant 
Head of Ledger Section & Deputy 
Head of Section, Coal Accounts 
& Ledgers, Chief Commercial 
Manager's Office, Mineral Section 
Derby, to be Head of Coal 
Accounts « Ledger Section 
C.C.M.O, Mineral Section, Derby 
ice Mr. W. S. Callow, retiring. 

Mr. C. Anstall, Station Work- 
ing Assistant, District (oods 
Manager’s Office, Broad Street 
to be Goods Agent, Broad Street 
vice Mr. E. Overend, retiring 

Mr A. KR. Maxwell, (Goods 
Agent, Liverpool Road, to be 
Goods Agent, London Road, vice 
Mr. L. S. Kettle, promoted. 

Mr. E. W. H. Powell, (oods 
Agent, Northampton, to be Goods 
Agent, Liverpool Road. 

Mr E. S. Cooksley, 
\gent, Rugby, to be 
\gent, Northampton. 

Mr. P. Flinders, Chief Clerk, 
Northampton, to be Goods Agent, 
Rugby 

Mr. A. Burgin, \gent 
Kochdale, to be Goods Agent 
Sheffield (Wicker), vice Mr. A. W 
retiring. 

r. C. Kendrick, 
Longton, to be 
Rochdale. 

H: PF. Com 
Agent, Macclesfield 
L.N.E.R.), to be 
Longton. 

Mr. E. J. Cotton, Goods Agent 
Ilrafford Park, to be Goods Agent 
Lancaster, vice Mr. E. J. Trafford, retir 
ing. 

Mr. F. Wood, Goods Agent, Hollin- 
wood, to be Goods Agent, Trafford Park 

Mr. H. Heyes, Chief Clerk, St. Helens 
to be Joint Goods Agent, Widnes 
(L.M.S.R. & L.N.E.R.), vice Mr. J. H 
Williams, promoted. 

Mr. T. C. Richards, Assistant Station 
master, Preston, to be Stationmaster 
Mirfield, vice Mr. E. Chilton, promoted. 

Mr. E. Lang, Stationmaster & Goods 
Agent, Tyldesley, to be Stationmaster & 
Agent, Bacup, vice Mr. 9 
Schofield, retiring. 

Mr. F. J. Granger, Chief Inspector 
Police Department, Manchester, to be 
Divisional Police Superintendent, Man- 
chester, vice Mr. A. G. Baxter, retired. 


Goods 


(,oods 


(;oods 


Goods 


Burgess, 
(soods 


(;oods 


Joint (;oods 
(L.M.S.R. & 


Goods Agent 


Goods 


The late Mr. E. C. Straker, who was 
Chairman of Robert Stephenson & Haw- 
thorns Limited, and a Director of the 
North British Locomotive Co. Ltd., left 
£218,764. 
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TRANSPORT SERVICES AND THE WAR—233 


G.W.R. Women Travelling Porters 

There are now 170 women travelling 
porters working on the G.W.R. Their 
primary job is to load packages so as to 
facilitate unloading, and to assist the 
station staffs in unloading. They also 
announce station names and shut compart- 
ment doors. The introduction of women 
travelling porters on the G.W.R. was 
recorded in our issue of April 2, 1943, page 
365. 

Southern Railway Women 

Among the 10,000 women workers now 
employed by the Southern Railway are 
nearly 130 who entered the company’s 
service as clerks or telephone operators 
during the last war and have been in the 
same employment since. Apart from the 
many working at headquarters or divisional 
headquarters, 28 of these women with an 
aggregate service of nearly 800 years are 
in station booking offices and goods depots 
throughout the system at.such places as 
Por smouth, Bournemouth, Crewkerne, 
Brighton, Padstow, Horsham, Sidmouth, 
Winchester, Romsey, Chichester, East- 
leigh, Clapham Junction, and Wimbledon 


Restrictions on Travel to Ireland 

The Government has decided that, sub- 
ject to certain exceptions, all travel between 
Great Britain on the one hand and Northern 
Ireland and Eire on the other hand must 
be suspended forthwith for military reasons. 
Accordingly, from March 13 and_ until 
further notice, no more permits or visas for 
travel between the two islands will be 
granted, except for business or work of 
urgent national importance, or on com- 
passionate grounds of the most urgent and 
compelling character. No further leave 
certificates for Irish workers to return to 
Ireland from this country will be granted 
while the restrictions continue. 


Long-Distance Road Goods Traffic 

The Road Haulage Organisation set up 
by the Minister of War Transport in the 
course of the past year has now been 
completed ; hiring began on July 10 last. 
In a statement presented to Parliament by 
the Minister of War Transport it is stated 
that the main objects of the Organisation 
are: (a) To secure the maximum economy 
in the use of fuel and rubber which the 
general transport situation from time to 
time permits ; (6) to maintain in a state of 
readiness for use ahy long-distance vehicles 
which may be out of action for longer or 
shorter periods by reason of restrictions 
in the use of road transport imposed for 
reasons of economy; and (c) to ensure 
that in times of stress the fullest and most 
effective use is made of road transport as 
part of the general system of transport in 
the country. 

The Organisation is designed primarily 
to deal with all general haulage traffic 
carried by road for distances of 60 or more 
miles. In addition, the Organisation makes 
arrangements for the movement of Govern- 
ment traffic, whether carried: for long or 
short distances. It has not yet been found 
necessary to control certain specialised 
traffics, such as household furniture, bulk 
liquids, ‘‘ smalls,’”’ and abnormal indivisible 
loads. 

All operators having vehicles authorised 
under an -‘‘ A” or ““B” Defence Permit 
which were wholly or mainly engaged in the 
traffic to be controlled during the twelve 
months preceding November 2, 1942, the 
date on which the scheme was announced, 
have been given an opportunity of par- 
ticipating in the Organisation. 

The object of Defence Regulation 73B, 


made on February 25, is to enable the 
Minister of War Transport to make Orders 
which will ensure that long - distance 
traffic is not carried otherwise than by the 
Road Haulage Organisation unless ex- 
emption is given under the Regulation. 
Without the power to make such Orders, 
the Minister has not been able to ensure 
that the purposes of the Organisation were 
fully attained ; much controlled traffic has 
in fact been carried by operators outside 
the Organisation. Apart from the dissipa- 
tion of resources which this may on occasion 
involve, it is felt to be unjust to those who 
have entered into agreements with the 
Minister to take part in the Organisation. 

Orders of the general type contemplated 
by the Regulation must necessarily be 
subject to exceptions, so that special local 
circumstances and urgent and unexpected 
needs may be met, and so that “C” 
operators (ancillary users) may continue to 
carry long-distance traffic in cases where 
this is in the general interest. Such excep- 
tions will be authorised by Regional 
Transport Commissioners, Divisional Road 
Haulage Officers, and subordinate local 
officers under their control. The exceptions 
will include those classes of traffic which 
are not at present dealt with by the Road 
Haulage Organisation. Vehicles such as 
Service vehicles will be exempted. The 
Regulation contains provision, to prevent 
evasion by transforming a long-distance 
journey into a series of short journeys by 
transferring goods from one vehicle to 
another. 


Spanish Railway Restrictions 
It is reported from Madrid, that, since 
February 5, the principal fast trains of 
Spain have been operated only three times 
a week. 
Croatian Traffic Suspension 
The ban on passenger traffic on the 
Croatian State Railways, imposed for cne 
month from January 23 (see our January 28 
issue, page 94), has been extended indefi- 
nitely, according to the Budapest radio. 


French Trains Cancelled 
The French National Railways have 
announced the cancellation of a number of 
passenger trains, according to a Vichy radio 
statement on March 3. No details are given 
of the number of trains affected, or the 
duration of the suspension. 


Identity Cards for Spanish Railway 
Journeys 

The “ black market ”’ in railway tickets 
flourishing in Spain is said to have suffered 
a severe blow when a new regulation was 
introduced on February 1 last stipulating 
that first-class railway tickets for long- 
distance trains must be acquired one ata 
time, by separate persons, upon produc- 
tion of a special identity card with photo. 
This is stated to be but a temporary mea- 
sure, but it is expected to last until the 
Spanish railway industry is able to reduce 
the present shortage of passenger accom- 
modation by building more rolling stock. 


Overloading German Wagons 

The Reichsbahn issued an Order on 
January 10, effective at once, allowing all 
“G” and “O” type Reichsbahn wagons 
to be overloaded up to two tonnes in excess 
of the loading weight shown on their sides. 
“G” and ‘‘O’’ wagons are respectively 
covered and open wagons. The same regu- 
lation applies to Belgian and French goods 
wagons. Overloading to the same extent 
may also be adopted for traffic between 
Germany and the Balkan countries. In 
respect of ore traffic, overloading must 
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Southern Railway poster recording the conviction 
of 26 persons among the thousands of railway 
carriage bulb thieves 


not exceed one tonne. Moreover, covered 
and open wagons of the Bulgarian, Danish, 
Dutch, Hungarian, Italian, Roumanian, 
and Slovak State Railways may not be 
overloaded beyond one tonne. If no load- 
ing capacity is indicated on non-German 
wagons, their loading weight may be ex- 
ceeded by 5 per cent. Italian covered and 
open wagons with a loading weight 
of 17 tonnes may be overloaded by two 
tonnes; Hungarian 17-tonne wagons by 10 
per cent. 


Gauge Conversion in Russia 

In a recent speech by the German Secre- 
tary of State, Dr. Ganzenmiiller, to a 
meeting of railwaymen, he said that the 
German Todt Labour Organisation, in con- 
junction with the German military railway 
engineers (military pioneers), had con- 
verted 28,700 km. (17,835 miles) of track 
in occupied Russia from the Russian 5 ft. 
gauge to the European 4 ft. 8} in. standard 
gauge. In addition, 5,500 km. (3,415 miles) 
of track had been entirely reconstructed, 
1,200 railway bridges repaired, and 450 
locomotive running sheds erected. 


Road Making in the Far East 

Allied engineers have been and are 
busy constructing roads on the Assam- 
Burma border in some of the worst country 
on any front. These are roads for which 
jungle clearance entails tunnelling through 
dense bamboo thickets and leach-covered 
undergrowth, such that the sun cannot 
penetrate ; roads on precipitous and small- 
featured mountain sides, entailing con- 
tinuous hairpin bends, frequent culverts 
and adequate catchment drainage to pre- 
vent washaways and landslips, not to men- 
tion deep cuttings and big retaining walls. 


MANIPUR AND CHIN HILt Roaps 

Already completed by British engineers 
are the Dimapur-Imphal and_ Imphal- 
Tiddim roads. The former begins at 
Dimapur Station, a short distance north- 
east of Lumding junction on the Bengal & 
Assam metre-gauge main line to northern 
Assam, and runs east and southwards to 
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Imphal, the principal town in Manipur 
State. In this instance there was previously 
an existing track; but very heavy work was 
entailed in converting it to a good motor 
road, as it traverses some of the most 
mountainous country in the region. The 
Imphal-Tiddim route is through even 
worse terraih, Tiddim being in the midst 
of the Chin Hills, a rugged tumble of 
mountains along the border. 


LEpDoO Roap 

American engineers are busy pushing 
forward the Ledo Road from the town of 
that name on the Dibru-Sadiya Railway— 
now worked as a part of the B. & A. 
system—in northern Assam, over the Patkai 
range into northern Burma, and thence 
via the Hukawng valley. The general 
direction is from west to east, and roughly 
towards Myitkyina, the northern terminus 
of the Burma Railways, about 720 miles 
from Rangoon. The Japanese, who now 
control this railway system, are also pressing 
north-westwards from Mogaung, on the line 
to Myitkyina, with another road into the 
Hukawng valley 

TamMMu Roap 

Chen there is the Tammu route from the 
Manipur hills south and slightly eastwards 
down into the Chindwin valley, up which 
also the Japanese are road-making, and it is 
said that the Allies and Japanese road heads 
are now 20 miles or less apart. This road 
leads up the Chindwin from Mandalay and 
Pakoku, near the junction of that river 
with the Irrawaddy ; both towns are main 
Japanese military bases 


ARAKAN Roaps 
In addition to these inland roads, there 
is another important road down the 


Arakan coast. From the port of 
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Chittagong, headquarters of the former 
Assam-Bengal Railway—now a part of the 
Bengal & Assam Railway system—a 
branch line runs for about 90 miles south- 
wards to railhead at Tumbru. Thence a 
road has been pushed onwards to join the 
existing Maungdaw-Buthidaung road near 
the former place, on the River Naf 
estuary Buthidaung, though under 20 
miles as the crow flies east of Maungdaw, 
is separated from it by a 1,500-ft. ridge 
forming the backbone of the Mayu 
peninsular; Buthidaung is on the River 
Mayu. As well as the road, a light rail- 
way also previously connected these 
places, running through difficult country 
in which even the road requires two 
tunnels. The pass by which the ridge is 
crossed was the scene of recent bitter 
fighting, resulting in success for the Allied 
Forces. Otherwise this coastal belt is 
devoid of roads, is cut up by tidal 
creeks at frequent intervals, and is 
covered largely with jungle and mangrove 
swamps 


The Siam-Burma Railway 
Connection 

It is reported that progress on the 
Japanese strategic railway construction 
from near Bangkok, in Siam, to near 
Moulmein, in Lower Burma, “ has been far 
more rapid than anyone believed possible.” 
In the straitened circumstances to which 
the Japanese mercantile marine is rapidly 
being reduced, this railway will provide a 
direct land route, enabling a vast quantity 
of shipping tonnage to be saved and will 
therefore, be a most valuable alternative 
line of communications to the enemy. It 
is said that the construction is being 
effected largely with Allied prisoner-of-war 
labour. The shipping route from Bangkok 
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to Rangoon is likely to become more and 
more vulnerable. 


U.S.A. Takes over Indian Railway 

On March 1, U.S.A. railway units took 
over the operation of more than 750 miles 
of metre-gauge line of the Bengal & Assam 
Railway, from Katihar to Dibrugarh, on 
the north-eastern frontier of India, together 
with two connecting branch lines. 

New Long Chinese Bus Route 

Arrangements have been completed 
between the highway administration of the 
Ministry of Communications in Free China 
and the North-West Highway Administra- 
tion to open a through passenger bus service 
between Chungking and Lanchow, capital 
of Kansu Province. There will be one bus 
leaving Chungking and another leaving 
Lanchow every 10 days. The distance 
between the two cities is well over 500 miles 


Illinois Central ** Victory Gardens’ 

Another American railway to win a 
national award in connection with the 
wartime production of food on lineside 
allotments is the Illinois Central. \ 
‘victory garden ’’ contest was sponsored 
in 1943 among the railway staff by M: 
R. E. Barr, Vice-President in Charge of 
Traffic, in which several thousand em- 
ployees participated, and 1,575 of these 
cultivated allotments on the company’s 
property in  lowa, Illinois, Kentucky, 
Tennessee, Mississippi, and Louisiana. In 
recognition of the encouragement given 
by the management to this enterprise, the 
railway company has been awarded a 
plaque by the National Victory Garden 
Institute. 

Advance U.S.A. Seat Reservations 

From November 15 last, the American 
railways west of Chicago reduced the length 
of the advance period over which they will 
allow seat or berth reservations to be made 
in their trains. Such reservations can now 
be made only for days in the month of 
application or in the month following, 
that is, up to a maximum of two months 
if the application is made at the beginning 
of a month, but one month ahead only if 
the application is made at the end of a 
month. This compares with the flat limit 
of 30 days made by the Eastern lines ;_ but 
it is contended that the longer average 
Western journey, and the preparations 
needed for it, justify less stringent limits 
than those laid down on the lines east of 
Chicago. 

Reducing American Empty Wagon 

Mileage 

In January, 1943, to relieve wagon 
shortage, the United States Interstate 
Commerce Commission issued Order No. 104 
permitting the use of empty refrigerator 
wagons for the movement of miscellaneous 
merchandise from Eastern and Mid-Western 
States to the Pacific Coast ; from Septem- 
ber 1 last, such use of refrigerator wagons, or 
‘reefers,’’ as they are generally known, 
was made compulsory. The previous posi- 
tion was that the movement of perishables 
eastwards from California and other Pacific 
Coast States resulted in accumulations of 
empty refrigerator wagons to be worked 
back westwards, over very heavy grades, 
while at the same time the movement of 
war materials to Pacific ports resulted in a 
similar accumulation of box wagons to be 
worked back east. The Order has thus 
met both needs, and has largely eliminated 
the empty workings. During October, 
11,777 refrigerator wagons, carrying mis- 
cellaneous freight, were worked to the 
Pacific Coast, compared with 5,454 in 
January—an increase of 115 per cent., 
and a corresponding decrease in empty 
wagon mileage. 
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Great Western Railway Company 


Charles Hambro—Lord 


Sir 


Palmer— Financial results— 


Maintenance and renewals—Tribute to staff — Post-war transport— 
Rail and rail-track costs—Privately-owned wagons—Air policy 


The annual general meeting of the 
Great Western Railway Company was 
March 8, at the Great Western 
Railway Hotel, Paddington Station, W. 
The Hon. Sir Edward C. G. Cadogan, 
K.B.E., C.B., Deputy Chairman of th 
iny, presided. 


hel on 


com 
Davis, 
con 


Secretary, Ln ny ee 
having notice 

g the meeting, 

Before 
business of the 
like to make 

exceptional circumstances 

today. You 


Chairman § said: 
with the 
I should 


nce to the 


pro 
meet 
some 


lich I am_ presiding 
no doubt read an announcement 
has appeared both in the press and 
directors’ report accompanying the 
il accounts, to the effect that the 
ter of Production, with the concur 
of the Minister of War Transport, 
ippointed our Chairman, Sir Charles 
United Kingdom Member of 
Combined Raw Materials Board and 
of the British Raw Materials Mis- 
in Washington. In view of the im 
nce of the work which he was asked 
indertake, the directors agreed to 
to him temporary leave of absence. 
now engaged on the discharge of his 
in America, where we wish 


success. a 


Dro, aS 


duties 
every 
vear Lord Palme 
for him to relin 


last 
the time had arrived 
quish his seat on the board, to which he 
vas appointed in 1898. I need not say 
that it was with very deep regret that the 
acceded to his wishes. Lord Palmer 
Deputy Chairman for 37 years, 
during the whole of his long associa- 
with the company he spared no effort 
further its interests and those of the 
He possessed a unique knowledge 
lway and commercial matters which 
value to the board, 
devoted practically all his time to 
iffairs and those of his family busi- 
His charming personality endeared 
to all ranks of our service. We wish 
m many years of good health and hap- 
ss in his retirement. 


the close of 


f inestimable 
imuit 
but our 
rag 
10nS um 
mits 
st of 


consequence of Lord Palmer’s resig- 
the directors have done me the 
ur of electing me Deputy Chairman 
company. They have also asked 
to deputise for Sir Charles until] he 
rns—and I need hardly assure you 
to the best of my ability I shall 
vour to uphold the traditions which 
ibly have been associated with these 
igs. 
other directors have also retired; 
ire the Earl of Mount Edgcumbe 
ir William James Thomas, both of 
m served the company faithfully and 
isly since 1923, particularly in con- 
n with our extensive interests in 
territories with which they have so 
During the year the 
has co-opted Mr. G. S. Harvie 
T.D., M.P., whose services will be 
cial value in connection with Parlia- 
tary matters. 


the 
Many associations. 


board 


Financial Results 
My review of the outstanding feature of 
during the last year has 
Necessarily to be governed by the 
humerous restrictions imposed in the in- 
terests of national security and economy. 
[here are only one or two matters call- 


our business 


ing for special comment in connection 
with the a¢counis, which are again pre- 
pared in the abridged form sanctioned by 
the Minister of War Transport on the out- 
break of hostilities, and before I allude 
to them I have been asked to make it 
clear that the shares which we obtained in 
exchange for our holding in Carter Pater- 
son & Co. Ltd. are shares of the Hay’s 
Wharf Cartage Co. Ltd. and not the 
Hay’s Wharf Company. 

The net revenue mainly consists of the 
fixed annual payment due to us under the 
Railway Control Agreement, the terms of 
which were explained very fully at the 
annual meetings in 1941 and 1942. To 
this payment must be added an amount 
of £269,379 representing the net income 
from sources outside the scope of the con- 
trol agreement With the balance of 
£275,077 brought forward from last year, 
the amount available for dividend on the 
consolidated ordinary stock is £2,225,291. 
We are able therefore to recommend a 
dividend of 2§ per cent. for the half- 
year ended December 31 last, making 43 
for the whole year, with a carry 
£293,453. The dividend is the 
previous year when the 
£18,376 lower. 
shown in t 


per cent. 
forward of 
same as for the 
carry forward’ was 


The credit of. £937,825 1€ 


} 
I 
capital account arises in connection with 


the 5,000 20-ton wagons which we pur- 
chased about ten years ago and let out 
on redemption hire terms to colliery com- 
panies served by our system. The agree- 
ments in respect of most of the wagons 
terminated last year and the wagons then 
passed into the ownership of the firms 
concerned, During the current year the 
agreements in respect of the remaining 
wagons will terminate, with the result that 
the item in the capital account will then 
disappear. 

The contingency fund, which, as 
have been told on several previous occa- 
sions, is an entirely free reserve, now 
stands at £4,548,725, an increase of some 
£218,000 since last year. This augmen- 
tation has been made possible by trans 
ferring profits realised on the sale of 
Government securities. Our securities in 
this category now stand at £11,212,424 
which is below their market value. 


you 


Maintenance and Renewals 

Payments to the fund set up 
under the Railway Control Agreement 
amounted, at the end of last year, to 
£11,702,385, an increase oft about 
£3,200,000 over the previous year. These 
payments represent the excess of the 
amount we are entitled to charge against 
the control account in respect of mainten- 
ance of the company’s property, plant 
and equipment of every description, over 
the actual expenditure incurred thereon, 
and do not include any allowance for the 
making good of abnormal wear and tear. 
The fund accumulates at interest and will 
ultimately be available for overtaking the 
ff work when we are in a posi- 
tion to put them in hand The pro- 
prietors will remember that under the 
Government agreement the amount which 
we are allowed to charge against the con- 
trol account in respect of the maintenance 
of our property is fixed at the average 
amount charged in our accounts for the 
vears 1935/6/7, subject to sucn adjust- 
ment as may be necessary in respect Oo 
any variation in assets, in the hourly cost 


trust 


arrears of 
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of wages or in price levels. Under war 
conditions the scarcity of labour and 
materials has made it progressively more 
difficult to maintain our pre-war standard 
of maintenance, and at the end of last 
year there were accumulated arrears of 
work of about £13,000,000 and, of this, 
£11,700,000 had been transferred to the 
trust account as at December 31 last. 

In order that you may better appreciate 
the position I may say that our arrears in 
complete renewals of the permanent way 
are at present equivalent to the total 
amount of renewal work we would nor- 
mally carry out in a period of about 15 
months. Our arrears in locomotive 
renewals represent a normal two years’ 
building programme, and in _ passenge! 
train vehicles a normal three years’ pro- 
gramme. The position in regard to other 
maintenance work is somewhat similar 
We are permitted to carry out only work 
essential to the furtherance of the war 
effort and even for this purpose we have 
the greatest difficulty in obtaining all the 
require. It is, I think, an 
eloquent testimony to our past efficiency 
ind our recognition of future needs that 
the standard of maintenance which we 
idopted in pre-war years—several of them 
none too prosperous—was of such an ordet1 
that we have been able to allow arrears 
of maintenance to accumulate so consider 
ibly without serious detriment to our 
operations, notwithstanding that through 
out the war period the volume of traffic 
conveyed annually over the company’s 
system has been far in excess of that 
carried in any pre-war year. 

rhe achievements of the railways during 
the present national emergency are aptly 
summed up in the Prime Minister's 
message on the occasion of the twenty 
first anniversary of the grouping in 
December last, when he expressed the 
nation’s thanks for the highly efficient 
manner in which they had met every 
demand made on them during the four 
vears of desperate struggle with Nazi 
Germany. Unfortunately, security reasons 
preclude me from. giving a _ detailed 
account of our activities, but I can reveal 
to you that during the past year the 
volume of passenger and merchandise 
traffic carried by us exceeded all previous 
records and that the Great Western Rail- 
way Company bears its full share of the 
largely increased burden which has been 
imposed upon the main-line railways 
under war conditions. 


labour we 


Tribute to Staff 


I cannot speak too highly 
services which all grades of the staff con 
tinue to render in support of the war 
effort. Although sickness has _ been 
abnormally high and the difficulties tend 
to increase as the war is prolonged, our 
men and women have co-operated to the 
full extent in overcoming them, and I am 
confident that they will do everything 
possible to meet the added demands 
which will no doubt be made on them 
during the coming months so as to assist 
in bringing the war to an early end. On 
your behalf I should like to pay them a 
sincere tribute for their magnificent work, 
with a special word of thanks to our 
women employees, who now number over 
18,000; nearly 12,000 of them are 
employed in manual grades. The courage 
and energy which they are displaying is 
beyond all praise. 

The total number of our staff now 
serving with H.M. Forces and whole-time 
in Civil Defence exceeds 15,000. Of 
these 226 have lost their lives and we 
tender our deepest sympathy to their 
relatives. Although it is not yet possibl- 


of the 
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to give accurate figures of the number of 
awards for gallantry in action which have 
been made to our men with the Forces, 
we are frequently hearing of the recognition 
of their bravery, and we are proud to 
congratulate the recipients. You will be 
interested to know that nine of our staff 
were included amongst the prisoners of 
war repatriated from Germany in October 
last. Close contact has been maintained 
with these men, and they will return to 
our employment as soon as they are fit to 
do so. Of the staff who remain with us, 
about 15,500 are in the Home Guard, 
chiefly in units connected with the rail- 
way, and an even greater number is en 
gaged in part-time civil defence duties. 
[heir keenness and efficiency has reached 
a high standard and the manner in which 
those called on for special services in 
emergencies have carried out their duties 
not only reflects the greatest credit on all 
concerned but makes us confident that all 
future requirements will be met with the 
same skill and determination. 

It is gratifying to be able to record that 
last year our Chief Engineer, Mr. A. S. 
Quartermaine, was honoured by His 
Majesty the King with the award of the 
C.B.E., and Mr. F. H. D. Page, the 
Signal Engineer, with the O.B.E. Three 
other members of the staff were awarded 
the M.B.E., and five the British Empire 
Medal. 

In March last applications were made 
by the three railway trade unions for a 
further general increase of 10s. a week in 
salaries and wages, and a similar applica 
tion was subsequently made by the rail- 
way shopmen. These claims were settled 
with the authority of the Minister of War 
Iransport by an increase of 4s. 6d. a 
week in the war advance for all adult male 
staff, with a proportionate increase for 
women and juniors, the total war advance 
at present payable being 20s. 6d. a week 
for adult male staff and 16s. 6d. a week 
for adult female staff. The approximate 
cost of the increase granted last year is 
£1,410,000 a year, making the total cost 
of the war £7,085,000 pet 
annum 


advance 


Post-War Transport Proposals 

Because of the radical change in the 
military outlook during the year under 
review our thoughts have naturally centred 
on the post-war position of the railways 
and especially on the part which we shall 
be expected to play in connection with 
the solution of the problems that will 
confront us immediately upon the cessa 
tion of hostilities. The railways are 
statutory undertakings subject to numer 
ous restrictions and regulations which 
Parliament has from time to time 
considered it necessary or desirable to 
impose in the public interest. Unfortun 
ately there is abundant evidence to show 
that the policy pursued by Parliament has 
tended to restrict rather than to encourage 
initiative and development. Stockholders 
will recollect that, although for many 
years prior to the war the railway com 
panies constantly impressed upon the 
Government the serious position which 
was being created by unregulated road 
competition, it was not until May, 1939, 
that the Government undertook to intro 
duce legislation relaxing some of the 
obsolete statutory regulations which have 
for so long hampered our activities in 
many directions. 

Our railway systems, gradually built up 
ind developed over a long period of years, 
the result of sedulous planning, of trial 
and errox, and of the cumulative experi- 
ence of an administrative staff whose high 
standards of efficiency and loyalty are 
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proverbial, can safely challenge com- 
parison with railways in any country of 
the world. The idea of change merely for 
change’ssake is more calculated to impede 
than to facilitate the success of post-war 
planning. There is so much that we know 
by resuits to be sound and effective in 
the constitution of our railways, so much 
that is worth preserving, a legacy to be 
fostered rather than squandered light- 
heartedly in favour of innovations that 
have yet to prove their worth. It must 
also be remembered that the working of 
the railways under pre-war conditions, 
unlike that of any other industry in this 
respect, was subject to annual review by 
the Railway Rates Tribunal. This inde- 
pendent body invariably found that the 
railways had been efficiently and _ eco- 
nomically managed. The companies can 
therefore fairly lay claim to have met all 
reasonable public requirements and that 
their organisations have proved to be 
sufficiently flexible to enable them to 
satisfy the diverse and _ ever-changing 
needs of their customers. 

We fully recognise that when hostilities 
are concluded we shall have to plan and 
build anew, but if the objective is to 
secure the most efficient and economical 
use of all forms of transport with due 
regard to the requirements of industry 
and of the community in general, we sup- 
port the conclusions reached by _ the 
Transport Advisory Council that the best 
line of approach to achieve this end is to 
secure for traders adequate alternative 
facilities with competition on fair terms. 
Moreover, the plans will depend in no 
small measure on the changes which will 
arise from the replanning of other indus- 
tries to meet post-war conditions. The 
problems we have to face cannot be 
solved by changes such as those advo- 
cated in some quarters for political rea- 
sons without regard to practical realities. 
In our view the advantages derived from 
the present ownership and management 
of the main-line railways as four separate 
statutory entities have proved to be far 
more beneficial than those likely to be 
derived under any form of. public or 
quasi-public ownership. 

The eulogy of the Prime Minister to 
which I have already made reference is a 
clear indication that the Government is 
now fully alive to the importance of the 
railways as a national asset. In the 
debate which took place in the House of 
Lords in October last, the Minister of 
War Transport, the Rt. Hon. Lord 
Leathers, remarked that the war had 
made it clearer than ever that the rail- 
Ways are a national asset which must be 
retained in full efficiency and that their 
financial position must be firmly estab- 
lished. He stated, moreover, that the 
object in view is to co-ordinate and main- 
tain a transport system which will meet 
the needs of each separate industry or 
activity and provide the best possible 
service at the least real cost to the com- 
munity, and he gave an assurance that 
the Government in deciding on the course 
to be adopted would be influenced solely 
by practical considerations and would 
seek to obtain the best results with the 
minimum of dislocation. 

Aithough the Minister referred to road- 
rail competition as the main problem to 
be solved, Parliament by its discrimina- 
tory treatment in allowing road hauliers 
complete freedom to fix their own charges 
has hitherto fostered competition against 
the older forms of transport whose 
charges are subject to regulation. There 
may have been good grounds for adopting 
this course as a means of assisting the 
development of a new section of the 
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transport industry in its early stages, but 
there can certainly be no justification for 
allowing that state of affairs to continue 
indefinitely and, in our view, the first 
essential is that Parliament should legis. 
late for the equal treatment of all forms 
of transport. 

As I have mentioned already, the 
Government promised legislation imme. 
diately before the outbreak of war, to 
implement the principles of the Transport 
Advisory Council’s recommendations on 
our ‘‘ square deal’’ proposals. These 
proposals, however, were intended only 
as a stop-gap to enable the transport 
interests to prepare their plans for co- 
ordination within a limited period. As 
the Minister indicated in his speech, a 
more radical solution has still to be found 
and, therefore, we have initiated discus- 
sions with other transport undertakings 
with a view to formulating an agreed 
policy. We cannot resist the conclusion 
that Parliament will require road hauliers, 
other than those operating purely local 
services, to be so organised that they can 
assume the responsibilities appropriate to 
undertakings providing a public service 
This must be an essential feature of any 
effective scheme of co-operation, and the 
obligation attaching to all such under- 
takings should include the provision of 
reasonable facilities for traders; the regu- 
lation of rates, and their application 
without discrimination between traders 
and between routes. 


Road and Rail Track Costs 

is equally essential that means 
should be found for removing the dis- 
ability suffered by the railways because 
of the present disparity of road and rail 
track costs. A typical illustration of the 
difficulties which arise from this dis- 
parity may be found in connection with 
the proposal to provide a new road cross- 
ing of the Severn Estuary. It was 
recently announced in the House of 
Commons that the Government attaches 
importance to this project on the ground 
of its great economic value to South 
Wales. Although we fully recognise the 
desirability of this facility, which would 
shorten materially the distance by road 
from South Wales to Bristol and the West 
of England, it would nullify completely 
the benefit of the arrangement sanctioned 
by Parliament under the Severn Tunnel 
Act of 1872. As a railway company we 
are under a general obligation to base our 
charges on the shortest working distance, 
but in consideration of the heavy capital 
expenditure (found, incidentally, by the 
proprietors) which we incurred in con- 
structing the tunnel, and of the reduction 
in rates and fares which resulted from 
the provision of a shorter route, Parlia- 
ment authorised us to base our charges 
on a distance of 12 miles instead of on 
about 4} miles, the actual length of the 
tunnel. . 

The effect of building a new road cross- 
ing over the Severn Estuary inevitably 
would, of course, be to intensify com- 
petition against the railway. The cost 0! 
conveying passengers and goods by road 
between say, Cardiff and Bristol, would 
be largely reduced, and as road under- 
takings would use considerably less petrol 
than if the traffic had to be conveyed 
by the present route via Gloucester they 
would, as a consequence, make a lowet 
contribution towards highway costs 
although provided with a new route ata 
heavy capital cost. They would also be 
in a position to reduce their rates and 
fares which are usually based upon the 
actual distance traffic is conveyed. To 
meet this new competition we should 


enc: 
we 
pen 
moc 
wag 
ind 
our 
our 
nise 
ext 
be 
ther 


sion 





944 March 17, 1944 
but have to reduce railway charges over a 
n for very wide area and the protection given 
ntinue to us by Parliament would thus become 

first valueless. 

legis Another factor to be borne in mind is 
forms that the enormous volume of traffic ordi- 
narily conveyed by rail represents-a con- 
the siderable saving in highway costs and, if, 
mme- Minister of War Transport recently 
to indicated, the post-war policy which he 
sport has mind is a co-ordinated transport 
ns on system which can provide the best pos- 
Chese sible service at the least real cost to the 
only community, the sound solution in our 
sport opinion is to devise some means whereby 
r co the maintenance of rail tracks and canal 
As waterways, while remaining in their pre- 
ch, a ownership, should be treated as part 
found whole system of national highways. 
eed Privately-Owned Railway Wagons 
greed Amongst the important problems which 


lusion we have to consider is the future of 
tely-owned wagons. In 1929 the 
local tanding Committee on Mineral Transport 
y can ippointed by the Minister and the Presi- 
te t dent of the Board of Trade recommended 

in extension of the common user of 


uliers 


by the formation of wagon pools in 

ts. Little, however, has been done 

in this direction except where pool- 

is been brought about by the owners 
nselves in connection with the amalga- 

n of collieries. There can be no 

n that common user of such 

ns would lead to greater efficiency 
saving in transport. With these 

ts in view we are considering various 
rnative means of achieving this desir- 
ible change. 
[he practicability of making greater 
high-capacity wagons is also being 
red. The railways in the past have 
subjected to a good deal of un- 
1 criticism due to the fact that the 
of our coal and heavy mineral traffic 
nveyed in low-capacity wagons. To 
rage the use of high capacity wagons 


1 
use ot 


taches encou! 
round ive modernised—at considerable ex- 
South pense—the dock appliances which accom- 
e the modate them—we have built the 5,000 
would ns which I have already mentioned, 
road ind we grant a rebate of 5 per cent. from 
West r charges on all traffic conveyed over 
letely system in 20-ton wagons. We recog- 
tioned however, that there is a limit to the 
unnel nt to which high-capacity wagons can 
ly we be utilised to advantage, but we think 
se our t is still scope for the gradual exten- 
tance, n of their use. A number of factors 


ther than transport costs must, however, 
y the be taken into account. For example, it is 
~ COn- necessary for the colliery companies to 
iction ntain a large stock of wagons for stor- 
from purposes so as to avoid the risk of 
aria iges and to meet the fluctuating 
rements of the industry. Inciden- 
in the present abnormal conditions 
the demand for coal is in excess of 
upply, the availability of these addi- 
wagons has proved of great advan- 

in meeting the heavy demands on 
urrying capacity. Discussions are 
ing place with the interests con- 

d so that all aspects of the problem 
examined and an endeavour made 
reach agreement as to the best means 
ling a mutually satisfactory solution. 


apital 


Dock & Harbour Authorities’ 
Association 

were invited, in 

main-line rail- 


May last we 
common with the other 
ways, to become members of the Dock & 
Harbour Authorities’ Association in view 
of our extensive ownership of docks and 
harbours. It is obviously desirable that 
there should be some central body to con- 


hould 
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sider matters of common interest to all 
dock and harbour undertakings through- 
out the country and it gave us great 
pleasure to accept the invitation. 

The association has since appointed a 
committee to consider post-war policy and 
the railways are represented on it. 


Air Policy 

At the last general meeting Sir Charles 
Hambro referred to our policy as to civil 
aviation and mentioned that we had 
acquired a financial interest in air ser- 
vices where co-operation between air and 
rail would be advantageous to the public. 
During the past year we have extended 
our interests by the purchase, jointly with 
the other main-line railways, of the shares 
of British & Foreign Aviation Limited, 
and although under war conditions ou 
activities are necessarily restricted, it 
may interest the proprietors to know that 
since 1940 the railway-controlled group of 
air companies has operated 5,000,000 air- 
craft miles and carried sqme 2¢0,000 pas- 
sengers and 5,000,000 lb. of mail and 
freight. In this conection I should like 
to place on record our appreciation of 
the ready assistance and _ co-operation 
given to us by the Air Ministry. 

The main-line railways, by reason of 
their former continental steamer services 
and their interest in Thos. Cook & Son 
Ltd., have extensive continental connec- 
tions, and are in an unrivalled position 
to offer facilities for the interchange of 
traffic between air, rail, and steamer. 
feel, therefore, that we have a strong 
claim to be allowed to make our contribu- 
tion to the immense developments in civil 
aviation services to the Continent which 
we anticipate will follow after the war. 
In order to assist in the preparation of 
our plans for the future, the maia-line 
railways have appointed Mr. D. H. 
Handover, formerly Traffic Director of the 
British Overseas Airways Corporation, as 
their Air Adviser. 

In formulating our plans we 
to take a long-term view and hope that 
by our contribution we may be able to 
forge another link in closer international 
understanding for which rapid communi- 
an essential factor. 


propose 


cations are 


Domestic Post-War Problems 

in addition a number ol! 
domestic post-war problems which are 
under consideration, and it is our inten- 
tion as opportunity permits to review all 
phases of our activities. The commission 
appointed by the Railway Companies 
Association early in 1942 to make recom- 
mendations in regard to future develop- 
ments relating to our internal working 
arrangements have submitted a number 
of valuable reports which will be of assist- 
ance to us in dealing with new schemes. 
The existing machinery of negotiation 
with the railway unions, although prob- 
ably the most compre hensive and higt lv 
developed in the world, is being reviewed 
in conjunction with representatives of the 
view to ensuring the best 


There are 


unions with a 
possible contacts jbetween the manage- 
ment and the staff. 

We anticipate that there will also be a 
increase in holiday and _ tourist 
traffic in the British Isles after the war, 
and we think it would be advantageous 
to co-operate in the provision of suitable 
hotel and other accommodation in towns 
and country districts where such facili- 
ties appear likely to create sufficient addi- 
tional business to justify the expenditure 
In pursuance of this policy we 
have recently negotiated a provisional 
agreement for the acquisition of the 
Grand Pump Room Hotel at Bath. 


large 


involved. 


We 
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Representations have been made to us 
by a number of local authorities who are 
formulating their own scheme of develop- 
ment and who desire our co-operation. In 
present circumstances, however, our main 
consideration must be the furtherance cf 
the war effort, and although it is our 
desire to assist the local authorities it is 
becoming increasingly difficult for, our 
officers to devote time to the elucidation 
of post-war problems, however important 
they may be. 

Our carrying capacity in the immediate 
post-war years is likely to be very 
severely taxed, and there is a limit to the 
amount of constructional work which can 
be carried out at any one time without 
serious interference with the working of 
traffic. The first essential will be to over 
take the heavy arrears of maintenance 
accumulating during the war period and 
in carrying out this work we shall, as 
usual, incorporate any improvements 
which may be considered necessary cr 
desirable to meet potential future require- 
ments. There is also a_ very large 
uncompleted programme of new works 
which had to be suspended on the out- 
break of war, including the extension of 
the electric lines to Ruislip, the doubling 
ot the Porthcawl Branch, the modernisa- 
tion of a number of important stations, 
and many other improvements. Before 
these schemes are completed they will 
need to be reviewed in the light of 
changed conditions, and this in itself 
constitutes a formidable task. 

That, my Lords, ladies and gentlemen, 
concludes my remarks, but before I sit 
down I am sure you would wish me to say 
a word of appreciation to the officers and 
staff. (Hear, hear!). I doubt whether 
ever before in the history of the 
company they have had so many urgent, 
complicated, and diverse problems to 
contend with at one and the same time, 
or more trying, difficult and often 
dangerous surroundings in which to 
grapple with them. I cannot speak too 
highly of their services. (Applause.) 

Now, ladies and gentlemen, after I have 
moved the resolution for the adoption of 
the report, and it has been seconded, I 
shall be pleased to answer, to the best of 
my ability, any questions that any of 
you may desire to ask. I now beg to 
move ‘‘ That the report of the directors 
and statement of accounts for the year 
ended December 31, 1943, be adopted.’’ 

Mr. Geoffrey F. Luttrell (Director) : 
Ladies and gentlemen, I beg to second 
that resolution. 

The Chairman: Before any questions are 
put, I should like to notify the meeting 
that I have received a copy of the terms 
of a resolution, which I will read to you 
in a moment. It is in the same terms as 
a resolution which was put at the annual 
general meetings of the London Midland 
& Scottish Railway and the London & 
North Eastern Railway Company in the 
last week. 

It is to this effect: ‘‘ That this meet- 
ing requests the board to express to the 
Minister of War Transport and through 
him to the Chancellor of the Exchequer, 
the opinion of stockholders that the 
Railway Control Agreement is inequitable 
in its operation and should now be 
revised in such a manner as shall enable 
the Great Western Railway Company, in 
common with other main-line railway 
companies, to receive standard revenue 
under the Railways Act of 1921.”’ 

I may say that Mr. Short, who wishes 
to move that resolution, has only within 
the last few hours given me_ notice 
of it, and therefore this is almost the 
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first intimation of it that I have had. 1 
have not had the opportunity of studying 


it, although | gather that it is in substan 


tially the same terms as a_ resolution 
which was moved at the other meetings 
to which I have referred Neither has any 
notice of it, I may say, been given to the 


general body of our proprietors, as to the 
scope ol the resolution, and therefore I 
feel that I can hardly regard the resolu 
tion as being within the ambit of our pub 
lished notice However, ladies ntle 
men, if you wish to hear what Mr. Short 
has to say about it, I would suggest that 
the best and most convenient course would 
be that he should his resolution 

our formal 
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to the stockholders was the assurance that 
the board had in mind the great oppor 
tunities and the great tasks which would 
lie before the company, in 
the other great transport concerns 
undertakings, after the war 
Chey and belie ved 
would be it great tuture for 
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realise that he is doing a big job for the 
country. 

I have no doubt that the stockholders 
also will desire to associate themselves 
vith the few words that you have g ven 
us about our friend Lord Palmer. We 


shall miss him, but we are glad to welcome 


him on this side of the table, after 45 
years, I think it is, on the other side 
and I am sure the stockholders will fully 


associate themselves with that. 

The resolution that I now beg to submit 
to the meeting is: ‘‘ That the following 
Directors now retiring by rotation be and 
are hereby re-elected :— 

Sir Percy E. Bates, 
Cyril E. Lloyd, Esq 

‘ Geoffrey F. Luttrell 

‘““G. S. Harvie Watt 
M.P.’’ 

Mr. D. Rupert PI 
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M.P 

Esq. 

Esq wi 
have much 
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that 
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re he does s I should 


permission to 
minary observations 
You will remember that last year the 
sroprietors of this company who attended 
he annual general meeting supported the 
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that although on 
might be possible 
generous 


there 
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I agree that the circumstances today are 
in many respects very different from 
those which confronted us when the 
present agreement was accepted in 
August, 1941. At that time we stood 
almost alone; we were faced with the pos 
sibility of invasion, and the grave likeli- 
hood of intensified air raids, with 
ittendant serious disruption of rail ser- 
vices. There was also the extreme 
probability that control would extend 
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There was very little doubt that 
assuming no invasion or excessive damag 
by enemy action, the railways would 
under wartime conditions, be able ear 
their standard revenues, and wh th 
present earnings are muc h greate tha 
was anticipated, they are to a consider 
able extent irtificial, as they pend 
largely on measures taken | the 
Government in the national interes 

It is quite within the bounds pos 
sibility that abnormal — circumstances 
might arise which would have a material 
bearing on the earning of the standar 


revenues during the years thi 


it he ahe 


ind it is important to remember that any 
request by us for a revision of the agre 
ment on the ground of increased earning 
may have repercussions if for any si 
the earnings should decrease. 

The existing agreement secures fixer 
annual payment which = safeguar I 
pre-war net revenue for the average of t 


years 1935, 6,7, and it also provides that 
before control comes to an end, tir vill 
be given for an adjustment of the k 
of rail charges to meet post-war cond 
tions bearing in mind the — standard 
revenue provisions of the Railways Act of 
1921 

I hope that. vou will bear those con 
siderations in mind when you « e t 
listen to what Mr. Short has to say 
My own personal view is that a1 
approach to the Government § at_ the 
present time would be premature an 
contrary to the spirit in whic we 
accepted the agreement, which I repeat 
Was a wartime measure in the national 
interest, without regard to potential earn 
ing capacity. Now, Mr. Short, will you 
please move your resolution. 

Mr. Short said he felt that the speecl 
which the Chairman had just delivered 
would have been, in a sense, more appro 
priate after he had spoken than_ before 
but he apologised for the late notice ot 
the resolution, and thanked the _ boar 
for the opportunity of putting the cas 
equity for the stockholders. 

He did not think the Chairman quit 
realised why they felt that the second 
igreement was inequitable. [ine great 
body of stockholders, those who held 


prelerence stock; had 


any 

maintained, but the whole of 
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shat xkholders should put on record 
their ling that equity stockholders had 
yen penalised by this second agree 
ment 

The resolution was ‘‘ That this meeting 
requests the board to express to the 
Minister of War Transport and through 


him to the Chancellor of the Exchequer, 



















he opinion of stockholders that the Rail 
yay Control Agreement is inequitable in 
ts operation and should now be revised 

suc a manner as shall enable the 
Great Western Railway Company, in com 
on ith other main-line railway com 
panies, to receive standard revenue under 
the Railways Act of 1921 

Mr. Stevens said he thought stock 
holders should have an assurance from the 
Chairman that he would co-operate with 
the ot r companies. 


The Chairman said he had given an 
ssurance that he would consult with 
the Chairmen of the other companies, 


when he understood the feeling of the 
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meeting. But first of all he wanted to 
know the result of the vote. 
Mr. H. W. K. Wait: I will second the 


resolution. 
The resolution was put to the meeting 
and carried). 


Che Chairman: Very well. I will now 
give an undertaking that I will consult 
with the Chairmen of the other companies, 


reporting that this resolution has been 
carried. That, Ladies and Gentlemen, 
concludes the proceedings, but before 


we depart I should like to thank you for 


your indulgence. You know that I have 
been deputising for Sir Charles Hambro 
it rather short notice, and I do feel very 
grateful indeed that you have been so 
kind to me. I will certainly convey to 
Sir Charles Hambro the greetings from 


this meeting, as Mr. Stevens in his speech 
wished me to do. [Thank you, Ladies 
and Gentlemen that ends oul 
business. 
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Mr. Stevens: Before we _ separate, 
Ladies and Gentlemen, may I move a 
very hearty vote of thanks to you, Mr. 
Chairman, for your speech as well as for 
your work, and to the Board of Directors 
and all the officers of the company, and 
indeed, the entire staff. As you have 
explained to us, we cannot be told the 
whole of the work that they have to do 
for us and for the nation, in the midst of 
difficulties of an absolutely incredible 
character, and under conditions of the 
greatest possible stringency and trouble. 
From the top to the bottom of the staff, 
we desire to thank them all most heartily, 


and I beg to move a sincere vote of 
thanks, accordingly. 
(The resolution was seconded by Mr. 


Short 


The Chairman: Ladies and Gentlemen, 
I thank you very much indeed, on behalf 
of myself and the whole of the staff. 

(Lhe proceedings then terminated). 


and carried with acclamation) 
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eautiful, his deep sympathy with and 
Mterest in human affairs, his pride in 
what he called his Southern Railway 
will never be forgotten by those 
ive had the privilege of serving 











m and under his leadership. He 
ired himself and he died in har- 
1e would have wished. It was my 
ortune to spend one of the last 







enings of his life with him at the Royal 


















(cade when he was examining with 
vely iterest Sir Giles Scott’s plans for 
e reconstruction of London, and their 
earing on your undertaking. Of Mr. 
Holland-Martin it can truly be said that 
was L 
friend of truth! _ Of soul sincere; 
In action faithful, and in honour clear; 
Who broke no promise, served no private 
en 
Who gained no title and who lost no 










friend.’’ 
‘will ask you to stand in silence for one 
moment and to remember him. 


Southern Railway Company 
Holland-Martin 


Executive changes— Financial 


results — Wartime achievements — Restoration of facilities — 
Relations with public and _ traders Wear and tear of 

bd Y 7 . . 7 “sf . 

equipment— County of London Plan—Air services—Electrification 

developments — Railway-owned — steamships Organisation of 

transport— Transport in post-war development 

[he twenty-first annual general meeting My colleagues have been good enough 

the Southern Railway Company was to ask me to take Mr. Holland-Martin’s 

Charing Cross Hotel, Strand, place as Chairman of your company, and 

1, W.C.2, on Thursday, March 9, to ask Lord Radnor. to become Deputy- 

1944 olonel Eric Gore-Browne, D.S.O., Chairman. I know that I speak for him 

0.B.1 A.D.C., Chairman of the com as well as for myself when I say that we 

n resided have assumed these duties with a very 

The Acting Secretary (Mr. C. A. Butts) full sense of responsibility, and that we 

ving read the notice convening the will do our utmost to serve and to pro 

eeting tect your interests in the difficult days 
The Chairman said: My Lords, Ladies which lie ahead. 

Gentlemen, I feel sure that it would Since our last meeting there have been 
¢ your wish that, before I give you an’ other changes in the board. In April last 
count of our stewardship for the past Sir Patrick Spens was appointed Chief 
ir, | should refer to the great loss Justice for India. In his place we were 
vhicl ur company and all of us who able to secure the services of Mr. Henry 
re connected with it have sustained by Willink. Shortly after taking his place 
the death of our late Chairman, Mr. among ‘us Mr. Willink was appointed 
Holland-Martin. He served your com Minister of Health. 
ul nd its predecessors in title for 33 While we much regret the departure of 
ears, for the last ten of which he was our distinguished colleagues and wish 
ur Chairman. And during all those them all good luck in their important 
urs devoted himself wholeheartedly appointments -we take comfort in the 

to your varied interests. He was a man _ reflection how often in past years H.M 
uch beloved His unfailing good Government has chosen members of your 
humour, his love of everything which is board to hold high office in the service of 


the State. 

In Mr. Willink’s place we have been 
fortunate to secure the services of Mr. 
Henry Brooke His constituency is on 


our system and he is a young Member of 
Parliament who has already established a 
reputation in the House of Commons. His 
energy and ability will be of great service 
to us. 

You will have seen in the report that 
Mr. George Ellson, after 45 years’ service, 
retired this year from the post of Chief 
Engineer, which he had held since 1927. 
Mr. Ellson’s distinguished career in civil 


engineering covered the period when 
works of considerable magnitude were 


undertaken on your system and when the 
maintenance and improvement of the per- 
manent way called for skilled supervision 
of a high order to enable the heavier 
traffics to be carried. You will also recall 
Mr. Ellson’s notable achievements in 
quickly restoring to traffic the ways and 
works damaged by enemy air action. We 


are happy to see Mr. Ellson here today. 
He will be available to us in a consulta- 
tive capacity for the next two years. We 


wish him a long and happy retirement, 
and we thank him for his whole-hearted 
devotion to duty during his long service 


with your company. 

In Mr. Ellson’s place we are fortunate 
in being able to appoing Mr. V. A. M. 
Robertson, who comes to us from the 
London Passenger Transport Board where 
he was Engineer-in-Chief. He thus brings 
to us a fund of experience in dealing with 
the engineering aspects of handling heavy 
urban traffic—problems not dissimilar to 
those encountered on the Southern: more- 
over he is no stranger to our railway 
system as he began his career on the 
South Eastern & Chatham. Mr. Robertson 
already made friends with all his 
colleagues and we welcome him to our 
Southern family, and wish him a happy 


has 


and successful tenure ot office. 
Report and Accounts 
May we now turn to the report and 


accounts which are again prepared in the 
abbreviated form approved’ by _ the 
Government as a wartime measure. As 
usual you will doubtless wish the accounts 
to be taken as read—but I will mention 
one or two special points arising out of 
them. 

Account No. 4 shows the amount 
expended during the year on capital 
account to be £50,254. This sum repre- 
sents for the most part displacements and 
adjustments in respect of certain of our 
pre-war works which are brought into 
this account following the final allocation 
of costs. There is a slight alteration in 
form in Account No. 4 (a)—‘‘ Subscrip- 


tions to other  undertakings.’’ The 
undertaking of Carter, Paterson & Co. 


Lid. has been merged with Hay’s Wharf 
Cartage Co. Ltd., with a view to securing 
a more economical use of the fleet of 
vehicles. This company’s holding in 
Carter, Paterson, having been exchanged 


for ordinary shares in Hay’s Wharf 
Cartage Company, therefore disappears 


from Account No. 4 (a), which now shows 
only the revised holding in Hay’s Wharf 
Cartage Company. There is no alteration 
in the total capital expenditure under this 
item. 

Account No. 8—‘‘ Revenue receipts and 





expenditure’’—shows the net revenue for 
the year as £6,999,186, an increase of 
£85,672 compared with 1942. The net 


revenue includes the fixed annual payment 
of £6,607,639 from the Government under 
the Railway Control Agreement. In 
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addition to this fixed sum we receive from 
the Government the sum of £300,000 per 
annum, representing the interest on the 
£74 million debenture stock issued by us 
in 1939. In bringing these sums to 
account we have made adjustments as last 
year to provide for certain war contingen- 
cies which fall to be borne from our own 
resources. The net increase of £85,672 
in receipts from items excluded from the 
Government control account is partly due 
to credits arising from the pre-control 
period, and partly due to additional 
income from our associated road-transport 
companies. 

After meeting the interest on debenture 
stocks and dividends on the guaranteed 
and preference stocks and the full 5 per 
cent. on the preferred ordinary, the 
balance available for dividend on the 
deferred ordinary stock is £715,407, 
which will enable us to pay a dividend of 
2 per cent. compared with 1} per cent. 
for 1942. I hope that you will agree that 
this is not an altogether unsatisfactory 
result having regard to all the circum- 
stances. 


War Damage 

On this occasion last year Mr. Holland- 
Martin referred to the question of war 
damage. The Bill dealing with this matter 
in relation to public-utility undertakings 
including railways has not yet been 
submitted to Parliament. Discussions 
with the Government are continuing, but 
it is not possible at this stage to give any 
further information. As in the case of the 
years 1941 and 1942, no specific allocation 
has been made in the accounts for the 
ultimate liability in respect of war damage, 
although the incidence of the liability 
has been taken into consideration in 
preparing the accounts. Happily, the 
damage caused to the railway during the 
past year by enemy action has been on a 
comparatively small scale. 


Wartime Achievements 
You have heard on previous occasions 
of our wartime tasks. Let 
that the work increases 
difficulties do not 


some account 
me say at once 
in magnitude and the 
lessen. 

Our staft, 
tinue to respond 


both men and women, con- 


magnificently to the 


many calls made on them: they have 
been ready to work long hours under 
trying conditions, and to adapt them- 


selves to altered situations. The number 
who have received national recognition 
grows: up to the present there have been 


the following: one C.B.E., one O.B.E., 
seven M.B.E., five G.M., 46 B.E.M., 30 
commendations. [The numbers refer to 


the railway staff serving on land. The 
seagoing personnel include: two O.B.E., 
three M.B.E., six D.S.C., two D.S.M., 15 
B.E.M., and ten mentions or commenda- 
tions All these are quite apart from 
the many decorations won by our staff 
serving in the Forces. 

rhe freight traffic on your system still 
grows: whether measured by the tonnage 
originating or by the loaded wagon miles 
moved, the increase over pre-war figures 
approaches 50 per cent. The freight train 
miles run by the Southern Railway 
engines exceed by 25 per cent. the cor- 
responding figures for 1938. This vast 
freight movement over a system, which 
in peacetime is predominantly a pas 
senger line, does not follow the normal 
flows of traffic along the main routes, 
many secondary and branch lines having 
found a new importance by the construc 


tion alongside of important wartime 
depots he handling of this wartime 
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load is being aided by the loan to the 
railway of a number of U.S. and Govern- 
ment locomotives, and by railway works 
ordered by the Government and con- 
structed at its expense under our super- 


vision; in this connection the compre- 
hensive system of telephone _ control 
between headquarters, divisional offices, 
stations, signal boxes and other key 


points is proving of immense assistance. 
I would remind you that this vast addi- 
tional traffic could not have been handled 
unless in years before the war your re- 
sources had ungrudgingly, and in some 
cases at personal sacrifice, been devoted 
to the upkeep and maintenance of your 
undertaking so that when war came it 
was in a condftion to bear this unprece- 
dented strain. 

In addition to the increase in freight 


traffic the passenger side continues to 
expand. The number of naval, military 


women we have 


and Air Force men and 
from leave— 


conveyed on duty—apart 
since the beginning of the war now 
exceeds the ten-million mark, and the 
number of special trains is over 20,000. 
It is not possible at this stage to assess 
accurately what is the total increase in 
passenger movement; the traffic measured 
by a rough computation of the number of 
passengers multiplied by the miles they 
are conveyed is at the present time at 
least 60 per cent. in excess of that before 
the war. Yet we are doing this with a 
passenger train mileage which is over 30 


per cent. lower than in 1938! Over- 
crowding and discomfort are, I fear, 
unavoidable. 


I know you will sympathise with our 
difficulties—our trained staff is largely 
reduced, we have many new entrants un- 
accustomed to railway life and methods. 
At the present time we employ 10,000 
women, and very glad we are to have 
them, whereas before the war we em- 
ployed less than 2,000. Materials are in 
short supply, and whereas we always 
obtain the willing help of officers of the 
Ministry of War Transport, we are not 
the only consumers who feel that their 
call on the available stocks is vital in the 
national effort. We have to surmount 
the difficulties of the blackout and air 


raid alerts: our locomotives have often 
to be fired with coal which is inferior in 
quality to that for which they were 


designed and which we were able to buy 
pre-war. 

And do not forget that your company 
is Carrying out many services for the 
nation apart from actual transport by 
rail. We are constructing a _ series of 
powerful engines to meet war require- 
ments of railways other than your own: 
the locomotive output of the Southern 
Railway shops last year greatly exceeded 
that of peacetime. The target production 
for the year was passed with a margin, 
and the managers, foremen and staff con- 
cerned were personally complimented by 
the Minister of War Transport at an 
informal meeting. In addition, your 
company has manufactured equipment of 
many kinds for the fighting services and 


your ship-repairing facilities have been 
fully utilised. We act as managers of our 
vessels used as troop transports, stores 


ships and hospital carriers, and our dock 
property and the services associated 
therewith continue to make an effective 
contribution. 

Our officers are consulted by Govern- 
ment departments on a variety of .sub- 
jects and we have released certain of them 
to take up special duties of high import- 
ance with the Army and Government 
departments. The research service, 
sponsored by the four main-line railway 
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companies, is daily rendering a specia 
contribution to the war effort, the fyl] 
story of which can only be told at the 
end of hostilities. : 


Post-War Restoration of Facilities 


I know that you, the stockholders, wijj 
be as proud of all these services as you 
board is. But there is another side to th 
picture. In the result it is not possibk 
to give to the individual passenger and 
to the individual trader the same stan. 
dard of service as before the war. lrains 
are overloaded: they are made up to as 
many coaches as possible, but time keep- 
ing suffers. Passenger rolling stock 
remains in service which in peacetime w 
should have replaced by vehicles of mor 
modern design. Inexperienced and _ hard. 
pressed staff often cannot give the same 
personal attention to the passenger. The 
recent influenza epidemic increased ow 
difficulties. Whereas before the war there 
were 140 trains leaving London on each 
normal day with refreshment facilities 
today this number is reduced to three 
Owing to the over-riding priority of 
urgent war traffics, we are not always in 
a position to meet immediately the 
specialised needs of each trader with 
premises situated on our system in regard 
to goods traffic: wagons are in short 
supply; there is a constant urge to clear 
wagons quickly, and transits have neces 
sarily been lengthened. War conditions 
provide the temptation and opportunity 
for pilferage of consignments, and this 
gives us the gravest anxiety. 

Many of the passengers of today hav 
no real experience of travelling conditions 
in peacetime, many traders are again 
having to place traffic on the rail when 
the service must compare unfavourably 
with what they were able to enjoy pre- 
war on the roads. We feel that there is a 
danger that present-day conditions may 
react on post-war good will. It is her 
that we seek your help. If all of you and 
our regular passengers and traders appre- 
ciate the position and realise our difficul 
ties you may rest assured that as soon as 
the war is over we will restore the accus- 


tomed facilities and indeed, as I shall 
explain in a minute, do our utmost to 
make railway travelling and_ railway 
freight movement better after the war 


than it was before. In the meantime, s 
far as possible, our officers are. keeping 
up their contacts with the traders on our 
system and with the various local authori 
ties, in order that the happy relationship 
which in so many cases existed before the 


war between the Southern and its cus 
tomers can be continued and expanded 
after it. 


Wear and Tear of Equipment 

The present heavy traffics result in th 
wear and tear to certain of your equip- 
ment being greater than pre-war. Th 
agreement with the Government covers 
the maintenance—and in particular the 
arrears of maintenance—of your 
but on the subject of abnormal wear and 
tear the relevant clause states that no 
charge may be made against the control 
account except in so far as the Minister 
may agree to its inclusion. We are keep- 
ing a careful watch on the matter so that 
if necessary an approach may be made 
to the Government at the appropriate 
time. 

Now a few words about the future. I 
would not have you think that, because 
of the very heavy burden which our 
General Manager and all our officers ate 
carrying now, we are giving no thought 
to the future and to the many problems 
of the post-war world. That is not the 


issets 


case. 
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County of London Plan 

In my view—and it is sometimes 
forgotten by the planners—transport must 
play a leading part in the solution of their 
problems. And with this end in view we 
ide; informal contacts with many 
ithorities who are replanning towns 
system. In regard to London the 
plan repared by Mr. Forshaw and 
Professor Abercrombie of the L.C.C. was 
published during the year. It is, of 
' only provisional in character and 
to be approved by the Council. 
Southern 


have 
civic 
n your 


cours¢ 
has yet 
roposals concerning the 
Railway are far-reaching in extent and 
lrastic in character; they involve the 
interment under ground of the large and 
intricate portion of your system which is 
in the inner London area. This concep 
tion ven if practicable, would involve 
great engineering difficulties and an 
mic expenditure. The authors of 
n, however, admit that their ideas 
nly tentative and suggest that a 
investigating body be set up before 
tailed plan for the railways be 
inded. Our officers have been 
ng the implications of the report as 
and your board will be ready 
appropriate time to give every 

ce to any Government inquiry. 
Then, as you know, the dock and 
urbour facilities of the country are to-day 
ijministered by a large number of separate 
indertakings of varying character. Your 
yn capital account shows that you have 
nore than £14,000,000 so _ invested, 
specially at Southampton. Indeed I need 
' remind you that your dock 
ties are a national asset of the 
importance and the Royal Com 
n on Transport in its final report in 
icknowledged our endeavours when 
stated that the wonderful develop 
of Southampton had been largely 
the enterprise of the Southern 


The } 


bunity 
| this 


“ 
thought that in the post-war period 


could with advantage be greajter 
ordination between all dock and 
urbour undertakings, and during the year 
shal our company—with the other main-line 
iilwavys—has become a member of the 

Harbour Authorities’ Association, 

the matter is accordingly being 

with the other dock authorities 


fficul 
ON as 


i1ccus 


liscussed 
Air Services 
No in regard to the air, you will 
recall that on this occasion last year Mr. 
Holland-Martin dwelt at length on the 
mportance which your board attaches to 
ir transport in the post-war period. The 
main-line railway companies have 
large stake in the internal air 
Great Britain, and our Parlia 
powers enable us, as you know 
jperate services to most of Europe. 
Southern Railway has a long experi 
cross-Channel trade and _ has 
njoyed in the past close relationships with 
reign administrations. We know that 
€can make a unique contribution to the 
levelopment of continental air services 
hrough the closest co-ordination of ait 
id surface routes, and representations 
ave accordingly been made to the Secre 
tary of State for Air. Further, the main- 
ime railways have together appointed Mr. 
D. H. Handover to be their Air Adviser. 
Mr. Handover was formerly Traffic 
Director of the British Overseas Airways 
orporation. Our officers have had the 
idvantage of a happy relationship with 
uum since the early days of Imperial Air- 
ways, and we feel sure that this new and 
loser association will be to your 
idvantage. ” 
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Your company: played a part in the 
establishment of the empire air routes by 
the provision of certain facilities at 
Southampton Docks, and by the operation 
of special connecting trains between there 
and London, and you will be interested to 
learn that our officers are keeping in close 
touch with the various ideas that have 
been propounded for the establishment of 
large airports or flying-boat bases for the 
longer-distance air services. 

Stations serving Gatwick Airport and 
Shoreham Airport already figure in your 
time table. The Government policy in 
regard to the airport facilities has not yet 
been announced; whilst it does not seem 
to us at present that your company should 
be concerned with their actual provision, 
it is clear that the railway has a duty 
where practicable to give connecting train 
facilities and this will be done regardless 
of whether the air lines themselves are 
associated with the railway or not. 

We are very much alive to the great 
future of air transport between this 
country and the Continent, and we shall 
exert every effort to occupy our proper 
place in this development. As I see it, 
we have a part to play, within a limited 
sphere, of course, in world and empire 
routes by acting as feeders by air, sea, 
or rail. 

Now in regard to what I may call our 
more domestic problems. It is sometimes 
said that British railways are not progres- 
sive. But I would assure you that the 
internal arrangements of your undertaking 
are the subject of constant scrutiny; im- 
provement in facilities, the pursuit of 
economies, the adoption for peacetime use 
of experience gained under wartime condi- 
tions are all the subject of review. We 
have a young management which is recep- 
tive of new ideas, and many investigations 
are being specially carried out by our 


younger officers in spite of the very heavy 


burden of wartime work. 
Railway Companies’ Association 
Commission 

The Commission set up by the Railway 
Companies’ Association has made a num- 
ber of reports which will prove of value 
to us in planning for the future. These 
reports cover such matters as wagon con- 
trol, layout of stations and marshalling 
yards, reclamation depots, research’ activi- 
ties, passenger accommodation,  con- 
tinuous brakes, and so on. , 

We have also given thought to the very 
important subject of staff relationship. 
The existing staff negotiating machinery 
for the railways is already most compre- 
hensive, and has been of great assistance 
in the war task. We are proud of the 
contacts between the management and the 
unions, and discussions are taking place to 
see whether, in the future, the arrange- 
ments can be improved to the mutual 
idvantage of both the employer and 
worker and to the common good. 


Electrification Developments 

On the Southern Railway in particular 
we are naturally concerned about further 
electrification. Already 720 route miles of 
your system are equipped for electric 
traction and over 60 per cent. of the total 
passenger train miles are operated electri- 
cally. Further electrification developments 
ire under close examination. 

Conversion to electric traction is an 
economic question: a large outlay in sub- 
stations, cables, conductors, locomotives 
or train equipment is involved. Electri- 
fication allows extra trains to be run in 
the off-peak hours at much less cost than 
with steam traction, and in the populated 
areas near big cities and towns this results 
in increased traffic, but as we get away 
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from London the prospects of additional 
revenue from this source lessen and 
economy in operation will have to be the 
determining factor. Up to quite recently 
electric traction has been confined almost 
wholly to passenger traffic, conveyed in 
set trains with the electrical equipment 
mounted on the coaches. I am pleased, 
however, to. be able to tell you that the 
first of our new electric locomotives was 
put into regular freight service in June 
last and up to the end of the year had 
run 40,000 miles. This machine has been 
designed to operate either passenger or 
goods trains over the third-rail system 
and has proved very efficient. It is in 
fact not only helping with our war load 
in replacing two steam locomotives, but it 
offers the hope of further extensions of 
electrification under conditions which will 
allow the maximum use of the fixed 
equipment by handling both passenger 
and freight services. 

In handling our post-war passenger 
traffic we look forward to the provision 
of better rolling stock and faster services. 
Both aspects are under review. An ad- 
vance in coach design may be possible 
by the use of new types of material and 
we hope to give our passengers more 
comfortable accommodation, additional 
refreshment facilities, and other ameni- 
ties. We are proud of the improvement in 
the standard of passenger service achieved 
from the date of the formation of the 
Southern Railway up to 1939 and your 
board is anxious that the reputation of 
the company in this respect should be 
fully maintained after the war. 


Railway-Owned Steamships 

We are also considering the future of 
the marine part of your undertaking. We 
shall have losses to make good and re- 
newals in respect of vessels which by the 
end of the war will have finished their 
useful life. The need for building under 
the two headings applies both to the 
cross-Channel and to the Isle of Wight 
fleets. We do not know what will be the 
state of Europe and cannot at present 
assess with any degree of certainty the 
influence of air transport on the surface 
routes. We are, however, not without 
experience of wartime developments in 
marine engineering practice, and in this 
respect are maintaining close touch with 
our shipbuilders and with the Chamber of 
Shipping. Preliminary consideration is 
being given to the design of future vessels 
and we are having discussions with the 
Great Western Company on future opera- 
tions on the Channel Island routes: as 
you know, we have had a close and har- 
monious working with that company in 
connection with this traffic since 1899, 
and the possibility of securing a greater 
measure of co-ordination when we are 
able happily once more to resume sailings 
to these islands is being actively explored. 

In the meantime most of our ships are 
away from their usual routes: many, 
however, are still flying the Red Ensign 
and under our management with Southern 
Railway officers and crews. During the 
year a scheme has been developed whereby 
each of the company’s departments has 
adopted one or more of these vessels and 
sends games, literature and comforts tc 
those who serve in them. They sail in 
dangerous waters and have been engaged 
from time to time in actions with the 
enemy, and it would doubtless be youz 
wish to send them once again from this 
100m a message of good cheer and good 
will. 

Organisation of Transport 


Mention of post-war planning naturally 
leads to consideration of general policy ir 
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relation to the railways as an industry. 
We were all heartened by the speech of 
the Minister of War Transport in the 
House of Lords last October, in which he 
stated that the war had made it clearer 
than ever that the railways are a national 
asset which must be retained in full effi- 
ciency and that their financial position 
must be firmly established. He went 
further: the object in view was a trans- 
port system so co-ordinated and run that 
it would meet the needs of each separate 
industry or activity and provide the best 
possible service for the least real cost to 
the community. With that pronounce 
ment we are fully in accord. 


Relations with Road Interests 

The core of the problem is, of course, 
the relationship of the railways with the 
other forms of transport, and in par- 
ticular with road transport. The pas- 
senger-carrying business in our area 1s 
happily to a great extent stabilised: as 
you know, your company has a_sub- 
stantial—but not a controlling—holding 
in all the principal motorbus companies 
serving the South of England and has 
directors on the respective boards. 

You may like to hear something of the 
system on which we work in relation to 
our road interests. Our partners in each 
_ company—apart from a number ot private 
shareholders—are Thomas Tilling Limited 
or the British Electric Traction Co. Ltd. 
Our relationship with these interests, and 
in particular with Sir Frederick Heaton, 
Mr. Howley and Mr. Garcke are most 
cordial. Each side brings a useful con- 
tribution to the. direction of the motor- 
bus business, and your nominees on the 
boards are concerned to see that the 


respective undertakings provide the most 
efficient road passenger service possible in 
the public interest. 

In addition to the boards of these com- 


panies there are standing joint com- 
mittees to which both the railway and 
the road companies send representatives, 
at which all points affecting the co-ordina 
tion of road and rail are thrashed out. 

On the goods side of the industry no 
such organisation exists. The position is 
complicated by the many separate and 
small units engaged in road haulage. You 
will recall that just prior to the war the 
Government promised legislation to imple- 
ment the Transport Advisory Council's 
recommendations on the ‘“‘ square deal ’’ 
proposals of the railways. The question 
must come to the fore again, and I think 
it can be claimed that all who are 
seriously concerned with transport agree 
that a return to cut-throat competition 
would be disastrous both to the rail and 
to the road haulage industry and detri 
mental to the public interest. Steps 
must be taken to bring about a proper 
balance between different forms of trans 
port in their obligations to the public 
their rates structure and so on. 

Now, is it possible to achieve this 
balance and provide the naticn with an 
efficient and economic system of transport 
while the railways continue as privately 
owned and managed undertakings? There 
are some who offer us the panacea of 
nationalisation; others who would thrust 
on us the nostrum of the public corpora- 
tion. I quite agree that the circumstances 
have altered since the days one hundred 
years ago when the small companies of 
merchants and others ventured on the 
construction of railways from London to 
Southampton, Brighton and _ Dover. 
Transport has, of course, long ceased to 
be the concern of a few and has become 
a social function carried out in the 
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interests of all. Let me, however, put one 
question to those who wish to put an end 
to the life of the Southern Railway Com- 
pany and the other three main-line rail- 
way companies. Judging the record of 
the railways fairly, will they tell us in 
what way we have failed to meet the 
public need in peace and in war and give 
us evidence to show that any other 
system will be able to serve these needs 
better, or indeed as well, in the future? 
We are not concerned with political 
theories. While we accept the obligation of 
public service we stand for private 
enterprise and only ask for fair dealing in 
the solution of our problems. There 
surely must be a place for both adventure 
and enterprise in the world that is still 
to come. 


Transport in Post-War Development 

Transport has an immense part to play 
in restoration and development after the 
war. An efficient system will assist the 
expansion of trade and help in the 
prosecution of those measures designed to 
secure a life of dignity and true happiness 
for the mass of our people. It is there- 
fore to be hoped that the transport 
industry will achieve a form of organisa- 
tion which will obviate irresponsible 
competition and yet allow room for 
vigorous development and freedom of 
choice for the user to select the mode of 
transport most efficient for his purpose. 
I have a simple faith that with good will 
on all sides and a proper balance between 
rail, road, sea—and perhaps air—a 
solution can be found which will be not 
unsatisfactory to the public or to the 
interests involved. 

We realise in the words of the Prime 
Minister that “‘ it is necessary to concen- 
trate on the war effort and not to take our 
eye off the ball for a moment.’’ But we 
may perhaps be allowed in the words of 
his predecessor in the last war ‘‘ to climb 
the hills and to have a glimpse of the great 
mountains in the distance.’’ 

Ours is a great responsibility—now. As 
this great war approaches its climax—and 
when victory is won—this_ responsibility 
will not grow less. We need ail your 
support and confidence; we shall do our 
utmost to deserve it. The Southern 
Railway now has many battle honours on 
its flags. It will be in the front line of 
transport until victory is won; we intend 
to keep it there in the post-war world. 

The Chairman then moved the adoption 
of the reports and accounts. 

he Deputy-Chairman (the Rt. Hon 
the Earl of Radnor): I have much 
pleasure in seconding that resolution. 

fhe Chairman: Now, Ladies and 
Gentlemen, if there are any questions that 
I can answer, I will do my best to do so, 
and after you have asked those questions 
[ will put the resolution to the meeting. 


Stockholders’ Remarks 

Captain Alfred Instone said that all 
stockholders would like to associate them- 
selves with the references to the late 
Chairman. Mr. Holland-Martin had 
possessed great human kindness, con- 
sideration and understanding which had 
endeared him to all. Stockholders would 
long cherish his memory as one who had 
rendered such great service to the com- 
pany. Stockholders would congratulate 
themselves that Colonel Gore-Browne, 
with his commercial experience and great 
knowledge of this company, was avail- 
able for succession as Chairman. The staff 
had done a magnificent job of work: and 
by ‘‘ staff’’ he meant everyone, from the 
General Manager, Mr. Missenden, and his 
able Deputy. Mr. Elliot, to those loval 
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men and women in every grade to the 
lowest grade, who by their team-work had 
been a great strength to the company and 
an example to many other industries. A; 
one who had long been associated with 
air transport, he would like to say that jp 
his opinion the appointment of Mr. Hand. 
over as Railway Air Adviser was one of 
the best appointments that could hp 
made. Mr. Handover was undoubted} 
the right man in the right place. 

Mr. Ernest Short said he wished 
support the remarks made by the last 
speaker as to the new Chairman. Almost 
the last remark that Mr. Holland-Martip 
had made at the meeting a year ago had 
been the suggestion that stockholders 
would do well to enlist the help of 
Members of the House of Commons jf 
some of their grievances or special dis. 
abilities were to be removed; as almost a 
direct result of that suggestion, a ven 
influential committee in the House of 
Commons had been formed, quite apart 
from that which was concerned entirely 
with railway affairs and was cx mposed 
of railway directors. He had written to 
the Chairman of the company suggesting 
that he would like to put, on behalf of 
stockholders, a resolution. 

The Chairman intervened to say that 
it would be out of order for any resolu 
tion such as Mr. Short had in his mind t 
be proposed or discussed at the meeting 
He would be very glad to hear anything 
that Mr. Short or others might have t 
say as to the control agreement. Directly 
the ordinary formal business was over and 
any further questions were asked’ and 
answered, he would be very glad to throw 
the meeting open for an informal discus- 
sion. He would then take an opportunity 
to discuss with his colleagues what was 
said and then, having discussed it with 
them, to discuss it with the Chairmen «f 
the other companies. and take such action 
as they might be advised to take 

Mr. Mason asked to what extent pilfer 
ing has affected the company in the past 
year? Were any special steps being taken 
to meet the loss? His suggestion was 
that some additional Assistant Managers 
should be appointed and the number of 
directors reduced. 

Colonel Hilder also referred to pilfering 
and said it reflected a great deal on the 
honour of the staff and of ‘the travelling 
public who were honest. He would lik 
to put up a small scheme which h 
thought would save the companies about 
50 to 75 per cent. of their losses. 

Mr. Feather said he thought that som 
of the people of this country did not 
realise that what they were pleased to 
call ‘‘ knocking-off’’ was stealing. Ht 
suggested that the British railways should 
undertake a small advertising campaig! 
and just put on the advertisements some- 
thing like this: ‘‘ Thou shalt not steal 
‘ Knocking-off ’ is stealing.’’ 

Mr. Gregg said that although it was ™ 
business of any railway board to discuss 
Stock Exchange quotations, it had always 
been a subject of great wonderment t 
him that the preferred ordinary price was 
always three to four times as high as th 
deferred. The preferred was allowed to 
pay 5 per cent. only, and when that was 
satisfied the rest must either go t 
the deferred or to an equalisation-of-divi 
dends fund to secure the 5 per cent. for 
the preferred. 

Mr. Leathers asked the average divi 
dend paid on the deferred ordinary shares 
for the last ten years? 

Mr. Gregg also said that one of tht 
worst stations for the size and importante 
of the town was Guildford. It was a mass 
of tunnels and slopes; there are double 
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platfor: 1s to a single line. He would like 
Guildford to be put on the waiting list to 
be re-built after the war. 
The Chairman's Reply 
‘hairman: Ladies and Gentlemen, 
iy I will try to answer the ques- 
tions which you have been good enough 
to asl First of all, Captain Instone, 
thank you very much indeed for the kind 
things you have said about Mr. Holland- 
Martin and for the good luck which you 
wished me and for what you said about 
the staff. We are very glad to think that 
you approve of our appointment of Mr. 
Handover: we hope he will be of the 
greatest service to us in this important 
air development. Thank you also for the 
good luck which you wished us in dealing 
with these very big post-war problems. 
We are alert about them. They will want 
1 lot of solution, but I would like t 
issure you that they are right in the fore- 
font of our minds, in spite of the very 
heavy burden that we are carrying now. 
Mr. Short, I will not deal with wha‘ 
ou said, for the moment, if you do not 
mind: we will come back again to that. 
On this question which of you 
gentlemen asked about—pilfering—I 
would assure you that we are fully aware 
f what has been happening and we are 
xtremely anxious about it. The figure of 
£1,000,000 in fact only relates to the 
London Midland & Scottish Railway. Our 
pre-war average of pilfering was about 
£40,000 a year, and it is shocking to 
think that in the last 


some 


if year the losses 
through pilfering amounted to something 
ke £216,000 on this line. This is due 
to a number of things. It is due partly 
to temporary staff, over whom we have 

t quite the same control as we had over 

staff; it is partly due to black 

which makes observation difficult; it 
due to extremely bad packing by 
nsignors. I do not know if you 

lave ever seen our goods stations, but, 
when you have such things as Army 
rations on the move, the cases split, and 

t is almost beyond human nature, really, 
not to put your finger in the jam, when 
you see the jam! Apart from all that, | 
juite agree with the gentlemen whi 
raised the question; and as far as you 
Colonel Hilder, are concerned, I shall be 
lelighted to discuss with you your plan, 
nd perhaps you will kindly write and 
make a date with me and I! will get M1 

lley to come, and any help you can 

» us will be most warmly accepted. 

Mason, you talked about Assistant 
I know how awfully keen you 
are on that. With great respect, I think 
vou have mixed up a little bit those who 
ire responsible for policy and those whose 
job it is to carry out policy. It is per- 
fectly true that most of us on railway 
boards have other interests, but it is my 
view that we bring possibly a new atmo 
sphere altogether into the problems of thx 
railways, and our contacts with the out- 
side world are of immense value to our 
olleagues. I think if we had an organi 
sation to control the Southern Railway 
which consisted entirely of Managers and 
Assistant Managers, with very great 
tespect to those excellent people, occa- 
would arise, I think, when they 
would not see the wood for the trees. 

The only other question I was asked 
was that question of the Stock Exchange 
quotation of the preferred ordinary and 
the deferred ordinary. Of course, you are 
perfectly right in your analysis of the 
tights of the preferred ordinary. There is 
a2 entirely imponderable relation in the 
case ot the deferred ordinary. It is an 
idventure stock. The 5 per cent. goes to 


nagers. 


s10ns 
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the preferred ordinary, and I always 
rather wonder why the preferred ordinary 
does not stand higher. That is because 
the public are rather uncertain about the 
future, no doubt. So far as the deferred 
ordinary is concerned, that is the 
adventure stock, and those will get, all 
being well, anything that is over after 
paying the 5 per cent. on the preferred 
ordinary. I think the public’s desire for 
adventure in railway stock at the moment 
is rather limited, hence the disparity 
between the two. Another gentleman 
asked me the average dividend on the 
deferred ordinary stock, for the last ten 
years. The answer to that question is, 
1 per cent. 

Now, Ladies and Gentlemen, may I put 
the resolutions which I have already read 
to you and which has been moved and 
seconded 

The resolution was pul to the 

and carried). 

The Chairman: The next business is 
the declaration of dividends. I will ask 
the Acting-Secretary to read the resolu 
tion. 

The 
tion. 

The Chairman: Ladies and Gentlemen, 
I beg to move that resolution, and I will 
ask Lord Radnor to second it. 

The Deputy-Chairman: I beg to second 
that Resolution. 


(The ves 


meeling 


Acting-Secretary read the resolu- 


ution was put to the meeting 
and carried) 

The Chairman: The next business re 
lates to the retiring Directors. The 
Directors who retire at this Meeting are 
Sir William Clark, Lord Ebbisham, Sir 
George Schuster, Sir John Thornycroft 
and Sir Herbert Walker. All are eligible 
and offer themselves for re-election. The 
late Chairman also would have retired on 
this occasion; owing to the short time at 
our disposal it has not yet been possible 
to take the necessary steps to fill the 
vacancy, though we hope to do so at an 
early date. I therefore beg to move:— 
‘That the following Directors, who retire 
by rotation at this Meeting, namely, Sir 
William Henry Clark, the Right Hon. 
Lord Ebbisham, Sir George Ernest 
Schuster, Sir John Edward Thornycroft 
and Sir Herbert Ashcombe Walker, be 
and they are hereby elected Directors of 
the company.’’ Will Lord Radnor kindly 
second that? 

The Deputy-Chairman: I have much 
pleasure in seconding that resolution. 

The resolution was put to th 

and carvied). 

The Chairman: The next business 
relates to the Auditors. The Auditor who 
retires at this meeting is Sir Harry Peat 
who, being eligible, offers himself for re- 
election. I will ask one of the proprietors 
to propose the necessary resolution and 
another to second it. 

Mr. W. Bishop: My Lords, Ladies and 
Gentlemen, I have great pleasure in pro- 
posing this resolution:—‘‘ That = Sir 
William Harry Peat, K.B.E., F.C.A., be 
and he is hereby elected an Auditor of 
the company.’’ Sir Harry Peat requires 
no recommendation; he must be-known io 
the majority of the ladies and gentlemen 
in this room as a man standing at the 
very top of his profession as an account- 
ant. He, moreover, has been one of our 
tried and trusted accountants for many 
years. 

Mr. M. A. Edwards: May I have the 
privilege of seconding that? 


meeting 


(The resolution was put to the meeting 
and carried). 

The Chairman: Now, Ladies and 

Gentlemen, if it be your pleasure, we will 


become a private and friendly ‘meeting, 
and we will ask Mr. Short what he has to 
say. : 

Captain Alfred Instone: As this Meeting 
is concluded, may I put to my fellow 
stockholders a proposal that we pass a 
hearty vote of thanks to you, Mr. Chair- 
man, for presiding at our formal Meeting. 
(The resolution was put to the meeting 
and carried). 


INFORMAL MEETING 


fhe Chairman: Now, Mr. Short, will 
you say what you have to say. 

Mr. Ernest Short said the matter of 
the railway agreement with the Govern- 
ment was not new. It had been under 
discussion before, and under discussion 
for a long, long time, before either the 
first or the second agreement was carried 
through. He asked for support to this 
resolution : — 

‘““That this meeting requests the 
board to express to the Minister of War 
Transport and, through him, to the 
Chancellor of the Exchequer, the 
opinion of the stockholders that the 
Railway Control Agreement is inequit- 
able in its operation and should be 
revised in such a manner as_ shall 
enable the Southern Railway Company, 
in common with the other four main- 
line companies, to receive the standard 
revenue under the Railways Act of 
1921.”’ 

The whole problem was one of equity 
Under either of those agree- 
ments, the preferred shares and _ the 
debenture stock of railway companies 
suffered nothing at all. That was not 
the case with the equity stock. All that 
we had been assured of was a minimum, 
and it seemed to him that to call those 
equity stocks ‘‘ adventure stocks’’ and 
deny them the one privilege which either 
an equity or ‘‘ adventure ’’ stock had, 
of making some hay while the sun shone, 
was a gross grievance. There was no rail- 
way that would have achieved standard 
revenue as quickly as the Southern. -In 
1929, not an exceptionally great year in 
railway affairs, it was within a few hun- 
dreds of thousands of pounds of achiev- 
ing standard revenue. But although the 
company was so near to getting standard 
revenue, stockholders should think also 
that there were some railway stockholders, 
ind in particular, £8,000,000 worth of 
London & North Eastern Railway stock, 
getting no dividend at all. He did’ not 
believe for a moment that the House of 
Commons, when it began to consider the 
question of Excess Profits Tax, ever in- 
tended such a state of affairs to arise. 

Colonel Hilder seconded the resolution. 

Mr. Mason: Before you put the resolu- 
tion, Sir, may I say that this resolution 
emanates from the new company which 
has been formed, on the North Eastern 
Railway Company—— 

The Chairman: Mr. Short, as fyou 
know, is a very much admired and be- 
loved member of the Railway Stock- 
holders’ Union. He has nothing to. do 
with the London & North Eastern Asso- 
ciation at all. He is speaking on behalf 
of the Railway Stockholders’ Union. 

Mr. Short; I will make that quite plain 
in a moment, if I may. I perhaps ought 
to*have said that although I have no 
direct connection with the London & 
North Eastern, “it is quite plain: to every- 
body that this resolution -is*‘in- almost 
precisely the same terms as: theirs, but 
they ‘were representing only the London 
& North Eastern Railway, and I think I 
can fairly and properly claim that I am 
speaking for both. They asked me, in 


stocks. 
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point of fact, to move this resolution at 
this meeting; and I should like to pay 
some tribute, if I may, to the work 
which Mr. Kavanagh and his fellows on 
the London & North Eastern Association 
have done in bringing forward this 
matte‘. 

Mr. 
the Chairman 
Eastern Railway 
tion-—— 

The Chairman: I am sorry, but I do 
not think you are a stockholder in the 
Southern Railway, are you? 

Mr. Kavanagh: I am a joint holder. 
May I have your permission to speak ? 

The Chairman: Yes, if you wish to. 

Mr. Kavanagh, in supporting the reso- 
lution, said that if the company or any 
railway company were treated as an ordi- 
nary commercial undertaking it would 
clearly and definitely, under the provi- 
sions of the Finance Acts of 1939 to 1941, 
receive through the operation of the 
Board of Inland Revenue and the Board 
of Referees, what was known as a sub- 
stituted standard, and that substituted 
standard for each railway company would 
be very much in excess of the standard 


Kavanagh: Mr. Chairman, I am 
of the London & North 
Stockholders’ Associa- 
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revenue which was given by the 1921 
Railways Act. That substituted standard 
had been given to large statutory under- 
takings such as canals, and large commer- 
cial undertakings, and there was no 
reason why it should be refused to rail- 
ways. He would ask railway stockholders 
generally not to be depressed by the 
somewhat defeatist remarks of the Chair- 
man of the Great Western Railway Com- 
pany. He was in the fortunate position 
of being able to pay to his stockholders 
44 per cent. on their ordinary stock. They 
may be satisfied, but they might at least 
spare a thought for the thousands and 
scores of thousands of London & North 
Eastern stockholders who were getting 
nothing at all. 

Mr. Short: I should like 
in favour of this resolution to 
their hands?....To the 
think that is carried unanimously, 
Chairman. 


SPECIAL MEETING 


The Chairman: Ladies and Gentlemen, 
we now come to the special matter of 
which notice is given in the advertise- 


to ask those 
hold up 
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ment convening the meeting. It relates 
to the Salisbury Railway & Market Houg 
Company’s line—2 furlongs, 20 yards jp 
length—which extends from the Market 
House and joins our railway at Salisbury 
For many years this: short piece of line 
has been worked by the Southern Com. 
pany under agreement renewed from tim, 
to time (usually every ten years), and 
we now ask you to approve of the present 
agreement, which expires on June % 
next, being continued for another tep 
years from July 1, 1944, on existing 
terms. I beg to move: ‘‘ That this meet. 
ing approves the making of a_ renewed 
agreement between the company and the 
Salisbury Railway & Market House Con. 
pany for the working and management by 
the company of that company’s railway 
for a period of 10 years from July | 
1944.”’ I will ask the Deputy-Chairman 
to second that resolution. 

The Deputy-Chairman: I beg to second 
that resolution. 

(The resolution was put to the meeting 

and carried). 

The Chairman: Ladies and Gentlemen 
thank you very much for your attendance 
today. 





Mersey Railway Company 


Financial results—Satisfactory traffics—Higher 


Mersey 


fosts- 


tunnel tolls—Tribute to staff 


The annual general meeting of the Mer- 
sey Railway Company was held on Tues- 
day, March 14, at Winchester House, 100, 
Old Broad Street, London, E.C.2. 

Mr. John Waddell, Chairman of the 
company, presided. 

The Chairman said: There have been no 
changes in the financial arrangements 
with the Government since the annuai 
meeting last year. The accounts are again 
presented in the form approved by the 
Minister of War Transport and we have 
again issued the directors’ report, together 
with a summary of the year’s working. 
The net revenue available amounts to 
£109,976 and permits a dividend of 23 
per cent. on the consolidated ordinary 
stock. 

The volume of traffic carried during the 
past year has again been very satisfac- 
tory, and the portion of it carried by the 
through electric train services between 
Liverpool and the Wirral Section of the 
L.M.S.k. continues to develop in a pro- 
mising manner, although housing develop- 
ment has been at a standstill since the 
beginning or tne war. 

No alteration im tares or charges was 
made in 194%, but the cost of materials 
and lavpour continues to increase. ‘Lhe 


war advances made to the staff were 
turther increased during the year in 
accordance with the national agreements. 

Every effort is being made to maintain 
our rolling stock, plant and premises in as 
good condition as possible in the prevail- 
ing difficult circumstances, and it is antici- 
pated that after the conclusion of hostili- 
ties we shall be in a position to resume 
the progress being made before the out- 
break of war. 

Early in December last a motion that 
steps should be taken to make the Mersey 
Vehicular Tunnel (Queensway) toll-free 
was unanimously approved by the Birken- 
head Town Council. According to the 
press, the motion expressed the opinion 
that the toils were having a detrimental 
effect on shipping and industry on the 
Cheshire of the river and would ulti- 
mately reduce considerably the work which 
would ordinarily go to Birkenhead. It urged 
the Mersey Tunnel Joint Committee to 
approach the Minister of War Transport 
for his agreement to the promotion of the 
necessary legislation for the removal of 
the tolls. The main object of removing 
the tolls is apparently to give some incen- 
tive for the development of the Birken- 
head Docks by reducing the cost of trans- 


side 


porting goods, etc., by road from the 
Lancashire side of the river, 

Tie Mersey Railway has maintained 
essential passenger transport services be- 
tween the two sides of the river, and these 
services were acknowledged during the 
passage of the Mersey Tunnel Act of 
i925 and by the provisions embodied in 
the Act, which were expressly inserted by 
Parliament for the protection of the stock- 
holders of the Mersey Railway, and | 
must stress that provisions of such a 
nature cannot be ignored should con- 
sideration be given to the proposal to 
abolish the tolls. 

The wartime conditions of working are 
not easy for the staff, and I cannot speak 
too highly of the way the whole staff 
which includes a large percentage of tem- 
porary employees, both male and female 
have carried out their duties during the 
past year, and we thank them very 
sincerely for their efforts. 

We meet today in happier circumstances 
than we did a year ago, and I am sure 
you will agree that we should pay warm 
tribute to the services being rendered by 
those of the staff in His Majesty’s Forces. 
Let us hope before long we shall be able 
to welcome them back. 

The report was adopted, and the retir- 
ing Directors, Mr. R. L. Carter and Mr. 
J. Shaw, were re-elected and the retiring 
Auditor, Mr. A. D. Walker, was also 
re-elected. 








Sotip-DrRAwNn AIR RECEIVERS.—A re- 
vised British Standard Specification for 
solid-drawn air receivers (B.S. A30-1944) 
has been issued, and replaces the first 
edition published in 1931. Apart from 
minor verbal changes, it has been revised 
in certain important particulars. Copies 
are obtainable from the British Standards 
Institution, 28, Victoria Street, London, 
S.W.1, price 2s. post free. 

SWEDISH PRIVATE RaAiLways RESULTs. 
—Combined working receipts of Swedish 
privately-owned railways for the nine 
months ended September 30, 1943, were 
kr. 125,400,000, compared with kr. 
114,800,000 in the same period of 1942. 
Working expenditure rose from_ kr. 


86,300,000 to kr. 91,300,000; and the 
working surplus amounted to kr. 
34,100,000, against kr. 28,500,000 at the 
end of September, 1942. After all charges 
had been met, the net profit for the first 
nine months of 1943 was kr. 17,100,000, 
compared with kr. 12,200,000 for the 
same period of 1942. 

PAPER FOR TUBULAR CONDENSERS.— 
One thousand two hundred tons of paper 
are needed each year in the manufacture 
of paper tubular condensers for wireless 
sets used by the Services. This paper, 
which used to be imported from Germany, 
is 00035 in. thick. The secret of its manu- 
facture has been discovered in this 
country, and it is used to inter-leave the 


sheets of aluminium foil in specific types 
of condensers, including those employed 
by the R.A.F. in its mobile wireless 
stations. This is only one of the calls 
made by the dervices on the country’s 
paper stocks. As our offensive mounts 
the demand will increase, and the import- 
ance ot economy in the use ct paper, as 
well as ot salvage, cannot be_ over 
emphasised. 

Cotomspo TRaMWwaAys PuRcHASE.—It is 
reported that an offer made by 
Municipal Council to purchase 
Colombo tramway system ~ for s 
2,299,00 (see our-issue- of February 18) 
has not been accepted, and that an arbi 
trator is to be appointed. 
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Staff and Labour Matters 


Railway Employees’. Earnings 

The Ministry of Labour & National 
Service published in the February issue of 
The Ministry of Labour Gazette the result 
of the half-yearly inquiry into the actual 
earnings of over 6,000,000 employees in 
the manufacturing industries, and in some 
of the principal non-manufacturing in- 
dustries. 

[he railways were excluded from the 
scope of the inquiry, but information taken 
out in March, 1943, and at corresponding 
periods in 1942 and 1939 as to earnings of 
railway staff is published by the Ministry. 
It is stated that returns are obtained from 
all railway companies in Great Britain and 

the London Passenger Transport 

rd, giving particulars, for one week in 

h, of the numbers of wage-earners 

iving wages for the full week, together 

with the equivalent number of full-time 

employees in cases where they are paid 

for less than the complete week, and the 

aggregate wages (including such increases as 
bonuses) paid in the week. 

On these returns the table at the foot of 
this page has been compiled, showing the 
average earnings in the week ended March 
13, 1943, and the corresponding averages 
for the week ended March 7, 1942, and the 
ended March 11, 1939. The figures 
of: (a) clerical staffs and 
salaried employees ; 
were receiving full 
lodging in addition 

cash wages; and (c) women and 
girls employed on a part-time basis in 
such occupations as crossing keepers, wait- 
ing-room and lavatory attendants, and 
office cleaners As to the three depart- 
ments for which separate figures are given, 
the ‘ conciliation staff ’’ consist mainly of 
employed in connection with. the 
manipulation of traffic; the “‘shop and 
artisan staff’’ mainly comprise’ those 
employed on construction and repair work ; 
and the ‘other staff’’ include those 
employed in ancillary businesses (such as 
canal, dock and quay staff, marine staff, 
motor bus staff, hotel, dining-car and 
refreshment room staff), also at electrical 
generating stations, police staffs, and so 
forth. In the calculation of the average 
earnings shown, all employees paid at 
adult rates have been classified as men or 
women, and those paid at junior rates have 
been classified as youths, boys, or girls. 
The age at which adult rates are paid is 
usually 20 for the wages staffs in the con- 


week 
are exclusive 
other classes of 

b) employees who 
or partial board or 


thos 


Average earnings of wage-earners in one week 


Department 


March 
Men: Ss. 
Conciliation staff ... as al 98 
Shop and artisan staff ae 124 
Other staff ... Sad : 113 
All men... 105 
Youths and boys: 
Conciliation staff... . aie 36 
Shop and artisan staff al = 42 
Other staff ... avd mn - 35 


All youths and boys ... 2 38 


Women :— 
Conciliation staff... —_ ne 70 
Shop and artisan sta’ as ra 85 
Other staff ... “aa = : 62 


All women ae: : 7 74 
Girls :— 7s 
Conciliation staff... ad ae 38 «9 
Shép and artisan sta ash ona 53 0 
Other staff ... ove = te ia * 


All girls 


7s 
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ciliation grades and 21 for those in the shop 
and artisan grades and other departments. 

The average earnings shown above 
include increases such as the war bonus, 
also piece-work payments and tonnage 
bonus, payments for overtime; Sunday 
duty and night duty, and all other pay- 
ments for work performed, but exclude 
travelling and out-of-pocket expenses, and 
meal and lodging allowances. In calculat- 
ing the averages, the total amount of wages 
paid at each date has been divided by the 
number of staff receiving wages for the 
full week combined with the equivalent 
number of full-time workers in cases where 
employees were paid for less than the com- 
plete week. 

It will be seen that the average earnings 
in March, 1943, showed increases, as com- 
pared with the corresponding averages for 
March, 1939, of 53 per cent. for men, and 
334 per cent. for youths and boys. In this 
connection, however, it should be observed 
that the average age of the youths and 
boys covered by the returns must have been 
lower in March, 1943, than in March, 1939, 
due to: (a) the effects of recruitment for 
the Services, and (b) the fact that consider- 
able numbers of male juniors in the higher 
age groups were employed as adult positions 
and were accordingly included in the re- 
turns as men. It should also be noted that 
the average earnings shown in the above 
table do not include such increases as the 
war bonus, which took effect from April 26, 
1943. For men and women employed in 
the conciliation grades and in railway 
workshops, those increases amounted to 
4s. 6d. a week; for youths and girls they 
varied from ls. 9d. to 3s. 6d. a week. 

A general inquiry carried out by the 
Ministry related to the first pay week in 
July, 1943, and the average earnings, and 
the percentage increases over October, 1938 

the latest date before the war for which 
particulars are available—were as follows : 


| Percentage 


increase 
since 1938 


| July, 1943 


Men (21 and over) 
Youths and boys 

Women (18 and over) 
Girls... sé aaa 
All workers 93 7 


averages covering 
employees and _ all 
overtime, 
different 


general 
unskilled 
piec e-work 4 

forth. For 


These are 
skilled and 
earnings including 
night work, and so 


| Average p-rcent- 
aze increase in 
March, 1943, 
| compared with 
March, 1939 | March, 1939 


March, 1942 


Per cent. 
46 
75 
57 


53 


40 
30 


35 


61 
69 
-47 


63 


3). 8 
456 
_* 


0:2. OF. Stam 7} 





* The number employed was insufficient to provide a satisfactory basis for-general averages 
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industries the figures vary greatly, from 
40 per cent. to over 80 per cent. for men, 
and from 50 per cent. to over 100 per cent. 
for women. In this connection it should 
be borne in mind that in different industries 
there are marked differences in the pro- 
portions of skilled and unskilled workers 
and in the opportunities for piece-work, 
overtime, and other extra earnings. The 
high average percentage increase for women 
is explained by the increase in the numbers 
of women engaged on work formerly 
done by men. : 

In this latest inquiry the Ministry 
obtained particulars of the hours worked. 
For men the average was 52-9 hours (the 
increase over that for October, 1938, was 
47-7 per cent.); for youths and boys 
48 hours (increase 46-2 per cent.), for 
women 45-9 hours (increase 43-5 per 
cent.), and for girls 45-1 hours (increase 
44-6 per cent.). For all workers the 
average number of working hours was 50 
and the increase over 1938 was 46-5 per 
cent. 

Having estimated the amount of over- 
time worked, the Ministry states that the 
average level of rates of wages for a full 
ordinary week’s work, exclusive of overtime, 
was about 30 per cent. higher in July, 1943 
than in October, 1938. 








Questions in Parliament 


Radio Signals on Trains 

Major Geoffrey Hutchinson (Ilford—C.) 
on March 7 asked the Parliamentary 
Secretary to the Ministry of War Transport 
whether he would consider the possibility 
of equipping long-distance trains with radio 
receiving sets so that the drivers might 
be kept in touch with the controlling 
authorities in order to avoid the danger of 
failure to observe signals under conditions 
of fog such as those which caused the recent 
railway accident at Ilford. 

Mr. P. J. Noel-Baker (Parliamentary 
Secretary, the Ministry of War Transport) 
stated in a written answer: although 
wireless apparatus is being successfully 
used for certain purposes in railway opera- 
tion today, I am advised that, as at present 
developed, it would not afford a practicable 
remedy for failure to observe signals. 
Experiments in this form of communication 
between driver and guard or signalman, the 
last-named being the controlling authority 
in the circumstances suggested, were made 
some years before the war; but they were 
of a preliminary kind, and in any case 
there are many special difficulties which 
result from war conditions. Major Hutch- 
inson, may rest assured that his proposal 
will be borne in mind. 

Announcing Names of Stations 

Mr. Walter Green (Deptford—Lab.) on 
March 8 asked the Parliamentary Secretary 
to the Ministry of War Transport if he 
would consider, in consultation with the 
railway executives, the possibility of steps 
being taken to ensure that the names of 
railway stations were announced either by 
loudspeaker or otherwise, during periods 
of blackout, when trains arrived at station 
platforms. 

Mr. Noel-Baker: As Mr. Green is, no 
doubt, aware, loudspeakers have been 
installed at the more important stations 
and junctions throughout the country, and 
the railway companies add to the number, 
when’ they can obtain the equipment and 
the skilled labour which are required.  Else- 
where, the ‘staff: are constantly reminded 
that‘ they- must- call out the name’ of the’: 
station ‘on the arrival of every train, and 
checks are made at frequent intervals to: 
ensure that this instruction is carried out. 

Mr. Green; -Is the Parliamentary’ Secre- 
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tary aware that at less important stations, 
where perhaps the greatest difficulty arises, 
names are not announced ? Is he also 
aware that countless people who are com- 
pelled to travel during the blackout feel 
that a little commonsense would soon 
remove the grievance from which they 
suffer ? 

Mr. Noel-Baker: I am afraid that at 
most of the smaller stations loudspeakers 
would require extra staff, which we have 
not got. We endeavour to get the porters 
to call out the names. If Mr. Green would 
give me examples of places where it is not 
done, I will have inquiries made. 

Mr. W. Thorne (Plaistow—Lab.): Is the 
Parliamentary Secretary aware that on 
the District Railway the porters do not 
in all cases call out the names of the 
stations ? 

Mr. Noel-Baker: I will look into that. 
Profits of Railway Companies 

Sir Frank Sanderson (Ealing—C.) on 
March 8 asked the Parliamentary Secretary 
to the Ministry of War Transport whether 
he could state the profits earned by the rail- 
we oe companies to the year ended December 

, 1943 ; the amount which had been paid 
a the railway companies under the hire 
agreement ; and the amount of profit which 
had accrued to the Treasury. 

Mr. Noel-Baker: I would ask Sir Frank 
Sanderson to await the White Paper which 
will be issued shortly 


Electrification of Main-Line Railways 
Mr. W. F. Higgs (Birmingham West—C.) 
on March 8 asked the Parliamentary Secre- 
tary to the Ministry of War Transport what 
steps he is taking to extend the electrifica- 
tion of main line railways after the war. 

Mr. Noel-Baker: The extension of elec- 
trification to the main line railways is a 
matter which the Minister of War Transport 
will consider in relation to post-war develop- 
ment. It is, | understand, already under 
examination by the railway companies 
themselves 

Mr. Higgs: Is the Parliamentary Secre- 
tary aware of the vast amount of replace- 
ment which will be necessary immediately 
after the war, and that an exceptional 
opportunity will arise for electrification ? 
Is he, furthermore, aware that coal con- 
sumption will be reduced by more than 
o0 per cent. ? 

Mr. Noel-Baker: I should not like to 
accept the last figure without examination, 
but a great deal of work on the subject has 
been done already, and we are well 
aware of the opportunities of which Mr 
Higgs speaks 


Coal Transport Difficulties 

Mr. J. J. Tinker (Leigh—Lab.) on March 7 
asked the Minister of Fuel & Power if he 
was in a position to state how many work- 
ing days had been lost during December 
and January owing to lack of transport 
wagons ; and would he consider the stack- 
ing of coal near the collieries instead of 
playing the pits when there were not 
sufficient wagons to take the coal away. 

Major G. Lloyd George (Minister of Fuel 
& Power): The total number of manshifts 
lost owing to transport difficulties and want 
of wagons during the eight weeks ended 
January 29, 1944, was 200,600, repre- 
senting roughly one-third of a working 
day for the country as a whole. Facilities 
have been provided at or near collieries in 
the main coalfield areas for stacking coal 
in. conditions of transport difficulty. In 
most.cases, however, wagons are required 
for transporting coal to these sites and 
where difficulties arise from a shortage of 
railway wagons at collieries, some loss of 
coal production is unavoidable, 
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Paris Metro in 1943. 
passengers carried on the Paris Metro 
system in 1943 totalled 1,305,000,000. 
Passenger-carrying receipts aggregated 
fr. 1,567,000,000, compared with the sum of 
fr. 1,467,000,000 in 1942. The average of 
passengers carried monthly was more than 
100,000,000, but totals dropped below that 
figure during July, August, and September. 


Madras & Southern Mahratta Rail- 
way Co. Ltd.—An extraordinary general 
meeting of stockholdérs of this company 
will be held at ‘‘ Guildcroft,’” Epsom Road, 
Guildford, on Friday, March 31, at noon 
for the purpose of considering and, if 
thought fit, passing as a special resolution, 
a resolution that the company be ‘wound 
up voluntarily. A resolution will also be 
submitted for the appointment of liquid- 
ators and the fixing of their remuneration. 


Colombian Railway Extension.—It is 
now reported that plans for the construction 
of the Ibague-Armenia Railway, to which 
we made editorial reference in our issue of 
December 24 (page 630), are now complete, 
and that work is beginning immediately. 
This important 75-mile link, which will 
include a tunnel at Calarca more than 
2 miles in length, will give Bogota direct 
railway connection with the port of Buena- 
ventura, on the Pacific coast ; as shown in 
the map we published on July 2 last 
(page 14), there is at present a road link 
between the railheads. Approval has also 
been given by the National Congress of 
Colombia to an extension of the Central 
Northern Railway (Ferrocarril Central del 
Norte) from Bucaramanga to Barbosa. 


New Swiss Railway Planned.—Plans 
for a new railway along the south-western 
side of Lake Lucerne, linking the narrow- 
gauge Lucerne-Interlaken line and the 
narrow-gauge Stansstad-Stan-Engelberg 
electric line, are being discussed in Swiss 
railway circles. The new link, about 
24 miles long, would branch off from the 
Lucerne-Interlaken line at Hergiswil, about 
5 miles south of Lucerne, and connect with 
the Stansstad terminus of the Engelberg 
line. In connection with this scheme, the 
modernisation of the 14-mile Stansstad- 
Engleberg line is envisaged, to increase its 
carrying capacity. Engelberg is a good 
tourist centre, at an altitude of 3,287 ft. 
A tourist road along the Lake of Lucerne, 
between Lucerne and Stansstad, is also 
planned. 


Institute of Metals.—The annual gen- 
eral meeting of the Institute of Metals was 
held at the Institution of Mechanical Engi- 
neers’ on March 15. The President, Lt.- 
Colonel Sir John Greenly, moved the 
adoption of the report of the Council for 
1943, and said that many activities had 
been initiated or projected, and that the 
membership had increased at a rate unpre- 
cedented in the history of the Institute ; 
for the first time, the number had reached 
2,500. It was announced that Mr. G. Shaw 
Scott, who has held the office of Secretary 
since the Institute’s foundation in 1908, 
and acted as Editor of the Journal of the 
Institute of Metals for 30 years, is due to 
retire at the end of June, 1944. The follow- 
ing officers were elected for 1944-45: 
President : Dr. W. T. Griffiths; Vice- 
President: Mr. G. L. Bailey; Members 
of Council: Prof. J. H. Andrew, Mr. W. H. 
Henman, Mr. H. A. C. Newman, and Mr. S. 
Robson. The retiring President (Sir John 
Greenly) presented the Institute of Metals 
Platinum Medal for 1944 to Lt.-Colonel 
the Hon. R. M. Preston, Past President and 
Managing Director of the Rio Tinto Co. 
Ltd. Metallurgical papers were presented 
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and discussed, and after the luncheon 
interval Dr. W. Hume Rothery gave a 
special lecture entitled ‘‘ Modern Views on 
Alloys and their Possible Application.’’ 


Forth Bridge Railway Company.— 
Net revenue for the year 1943 after giving 
effect to the estimated operation of the 
financial arrangements under the control 
agreement with the Government was 
£121,933, the same as for 1942. This 
amount is again absorbed by the £28,933 
interest on the 4 per cent. debenture stock 
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London and North Eastern Railway 
Company 
gots is hereby given that, for the purpose of 
preparing the warrants for Interest payable on 
the 15th April, 1944, on the Company’s 5 per cent. 
Redeemable Debenture Stock, the balance will be 
struck as at the close of business on 27th March, and 
such Interest will be payable only to those Stock- 
holders whose names are registered on that date. 
Transfers of the 5 per cent. Redeemable Debenture 
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OFFICIAL NOTICES 


Stock should, therefore, be lodged with the Registrar 
of the Company at Hamilton Buildings, Liverpool 
Street Station, London, E.C.2, before 5.0 p.m. on 
27th March. 

By Order, 


W. H. JOHNSON, 


Secretary. 


Marylebone Station, 
London, N.W.1. 


17th March, 1944. 


Now on Sale 


Universal Directory of Railway Officials 
and Railway Year Book 
49th Annual Edition, 1943-1944 
Price 20/- net. 


THE DIRECTORY PUBLISHING CO., LTD.» 
33, Tothill Street, Westminster, S.W.1 








and by the 4 per cent. ordinary dividend 
amounting to £93,000. The balance sheet 
shows that the payment during the year 
to the trust account in respect of arrears 
of maintenance, etc., in terms of the control 
agreement amounted to £11,345. 


All-Cargo Air Line in South America. 
—A new all-cargo air service is being 
organised in Venezuela by the Avensa 
(Aerovias Venezolanas S.A.). Technical 
guidance is to be given by Pan-American 
Airways Inc., which holds a4 minority 
shareholding interest. 


Production of Railway Sleepers.— 
The Home Timber Production Department 
of the Ministry of Supply states that, to 
meet the demands of the railway companies 
and of Government departments, it is 
imperative that throughout 1944 produc- 
tion of home-grown railway sleepers be 
increased to the maximum. The Depart- 
ment requests a still greater output of 
10 in. by 5 in. main-line and sub-standard 
sleepers. In addition, and as a falling 
production, 9 in. by 4} in. sub-standard 
sleepers are required. Main-line and sub- 
standard sleepers may be produced in 
softwoods and/or hardwoods. The Depart- 
ment states that the above cancels all 
previous notices, and urges every producer 
to assist in meeting the important demand. 


Dover Railwaymen Aid Red Cross 
Fund.—tThe staff of the Southern Railway 
at Dover held its February concert to 
coincide with the London to Dover Railway 
Centenary Week. These concerts, which 
have developed from small beginnings, have 
been held every month for nearly three 
years. So far the total raised for the Red 
Cross Prisoners of War Fund is about £650. 
Mr. A. Huckle, M.B.E., Stationmaster, 
Dover (Priory), is Chairman of the concert 
committee, which is composed of local 
clerks, guards, shunters and drivers. Dur- 
ing the February concert, Mr. E. Uzzell, 
Welfare Officer, Southern Railway, gave a 
talk on the work being done by the Southern 
staff for the Prisoners of War Fund; and 


Mr. G. Cheal, Chief Clerk, London (East) 
Divisional Superintendent’s Office, voiced 
the thanks of the Divisional Superintendent 
(Mr. P. Nunn) for the continued good work 
of the front-line railwaymen of Dover. 


Institution of Locomotive Engineers. . 


—A general meeting of the Institution of 
Locomotive Engineers will be held at 
5.30 p.m. on March 22, in the hall of the 
Institution of Mechanical Engineers, 
Storey’s Gate, London, S.W.1, when there 
will be given a paper on ‘‘ The Maintenance 
of Diesel Electric Shunting Locomotives on 
the L.M.S.R.,” by Mr. C. E. Fairburn, 
M.A., Acting Chief Mechanical Engineer & 
Electrical-Engineer, L.M.S.R. 

Dorman Long & Co., Ltd.— Net 
trading profit for the year to Septem- 
ber 30, 1943, amounted to £1,106,938, 
an increase of £48,541. After charging 
debenture interest, directors’ fees, etc., 
the net profit is £894,830 (£805,830), and 
£55,746 was brought forward. Alloca- 
tions are made of £275,000 (same) to 
depreciation and £15,000 (same) to pen- 
sions fund, but general reserve gets 
£150,000, against £65,000. In addition 
to the dividend on the 6} per cent. non- 
cumulative first preference shares the 
directors recommend dividends of 8 per 
cent. on the non-cumulative second pre- 
ference shares, 16 per cent. on the pre- 
ferred ordinary shares, and 8 per cent. 
on the ordinary shares, all less tax, carry- 
ing forward £63,171. 


Rolling-Stock Production in Canada. 
—According to the Dominion Bureau of 
Statistics, production by the railway rolling- 
stock industry in Canada during 1942 was 
valued at $156,070,617, compared with 
$118,080,141 in 1941. Products during 
the year included 1,414 freight vehicles, 
valued at $7,893,280; locomotive and 
vehicle parts, at $7,440,794; 71  loco- 
motives, at $8,604,459; carriage and 
wagon wheels, at $6,791,118 ; 36,709 tons 
of castings and forgings, at $3,803,292; 
brakes and parts, at $869,297; and 87 
passenger vehicles, at $3,107,994. Repair 


work on railway vehicles and locomotives 
was valued at $36,628,789. In addition, 
the industry made, among other items, 
munitions, cast-iron pipe, and railway 
track equipment. 


Simms Gold Medal.—The Society of 
Engineers (Incorporated) announces that 
Mr. Frederick R. Simms, Hon.F.S.E., 
M.1.Mech.E., M.I.A.E., F.R.Ae.S., 
M.I.Ae.E., has presented the Council with 
a donation of £500 for an annual award 
of a gold medal for a discovery or out- 
standing invention, lecture or paper, by 
any grade of member of the Society during 
any one year, in connection with any branch 
of civil or mechanical engineering. 








Forthcoming Events 


March 18 (Sat.).—Metropolitan Graduate 
& Student Society, at the Institution 
of Electrical Engineers, Savoy Place, 
Victoria Embankment, London, 
W.C.2, 2.15 p.m. ‘‘ Lighting in rela- 
tion to railways,’’ by Mr. C. W 
Herbert. 

March 18 (Sat.).—The Railway Club, 57, 
Fetter Lane, London, E.C.4, 2.30 
p-m. ‘‘ The battle of the gauges,”’ 
by Mr. K. Brown. Annual General 
Meeting. 

March 21 (Tues.).—Mansion House Asso- 
ciation on Transport, at Connaught 
Rooms, London, }W.C.2, luncheon 
1 p.m., annual general meeting 3.15 


p-m. 
March 22 (Wed.).—Institution of Loco- 
motive Engineers, at the Institution 


of Mechanical Engineers, Storey’s 
Gate, London, S.W.1, 5.30 p.m. 
‘The maintenance of diesel-electric 
shunting locomotives on the 
L.M.S.R.,’’ by Mr. C. E. Fairburn. 
General meeting. 

March 24 (Fri.).—Institution of Mechani- 
cal Engineers, Storey’s Gate, London, 
S.W.1, 5.30 p.m. ‘‘ Surface finish,’’ 
introduced by Mr. J. F. Kayser. 
Informal meeting. 








Left: The salvage exhibition coach which is to tour the Great Western Railway system, and which was declared open by Sir Edward Cadogan, 


{cting Chairman of the company, on March 7, at Paddington St 


of the coach. 


ation (see paragraph in our last week’s issue). 


Right: A view of the interior 





South & Central America 


indiat Canada 


Earlier in the week sentiment in the 
stock and. share markets tended to benefit 
from developments indicating a speedy 
settlement of the coal dispute. The im- 
pending ‘‘ Salute the Soldier’’ savings 
drive was inclined to limit business, but 
gilt-edged stocks remained quite (firm, 
and in other sections of markets indi- 
vidual features of strength were not 
lacking. Earlier in the week hopes 
regarding the coal dispute assisted the 
general undertone of home railway stocks. 
Prior charges remained firm in accordance 
with the tendency in. front-rank invest- 
ment issues, while junior stocks tended to 
recover from the moderate set-back shown 
towards the end of last week. Yield 
considerations attracted rather more 
attention, but it seems unlikely home rail- 
way stocks will become active until there 
is general improvement of business in 
Stock Exchange markets. Uncertainty as 
to the future after the termination of the 
contro] agreement seems likely to con- 
tinue the dominating influence, and junior 
stocks may therefore remain on a_ high- 
yield basis, although there seems no justi- 
fication for them being at levels showing 
twice the yields on leading industrial 
shares. The railways are, of course, not 
the only leading industry which will have 
problems to face in the post-war period. 
It would certainly seem that as far as 
the stock and share markets are concerned 
there has been an over-emphasis of uncer- 
tain factors in the post-war outlook for 
the railways. Stockholders naturally feel 
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preference 
the guaranteed 
L.M.S.R. ordinary, 


and 
129, 


was unchanged at 118, 
stock again 
after easing to 30}, 
improved to 30%, which, however, com- 
pared with 31 a week ago. L.M.S.R. 
1923 preference was fractionally lower at 
60}, as was the senior preference at 77}. 
L.M.S.R. guaranteed remained at 103}. 
Among L.N.E.R. stocks, the second pre- 
ference was 323, compared with 32; a 
week ago, the first preference 604, com- 
pared with 60}, while the first guaranteed 
remained at par and the second guaran- 
teed at 92}. Southern deferred showed 
improvement on balance from 24} to 243, 
but the preferred has eased from 77 to 
763. London Transport ‘‘ C ’’ has been in 
request around 67} on hopeful views as 
to the post-war dividend outlook, the 
assumption being that after the war there 
seem reasonable prospects of the stock 
receiving its standard 5} per cent., which 
would compare with 3} per cent. for the 
past year. 

Uncertainty as to political develop- 
ments continued to dominate sentiment in 
regard to Argentine railway stocks. B.A. 
Gt. Southern at 12} was’ unchanged on 
balance, but the 5 per cent. preference 
showed improvement to 25, although the 
4 per cent: debentures were 563, com- 
pared with 57 a week ago. Elsewhere, 
United of Havana debentures have been 
maintained at 254, while Leopoldina 
debentures rallied from 52 to 53. San 
Paulo ordinary eased to 49. Canadian 
Pacifics were better at 154. 
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36,712 
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Ord. Stk. 


105,256 
Inc. Deb. 


+ 2, 586, 797 — 





Note. Yields ar ebased on the approximate current prices and are within afraction of +; Argentine traffics are given in sterling calculated @ 16% pesos to the £ 
t Receipts are calculated @ Is. 6d. to the rupee 
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